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Sam cries for fullest speed on every production front to 
keep supplies at Victory level. It's your task ... and 
ours. You make the goods—we'll take them where they're 
wanted . . . swiftly and safely... . just as we're daily 
speeding colossal amounts of war materials in a thousand 
and one directions. We have the facilities, the skill, the 
experience. That's why hundreds of shippers depend on 
us...and why you will, too, once you've learned why— 


“FOR SHIPMENTS MIDWEST . . . DECATUR IS BEST" 
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Passenger traffic has just about doubled in the country 
last year. 


HE railroads face tasks today that are diffi- 
cult to picture. 


A troop train starts off every six minutes of the 
day and night. 


A freight train starts off every four seconds. 


All this must be handled with just about the 


same equipment the railroads had before the lution 
’ 
war. 


portati 
That means greatly increased wear and tear on of Ag 
engines, cars, rails and other equipment. And Agric 
till the war is over, and the lights go on again, 
adequate replacement will not be possible. 


But the day is coming when this replacement 
will be imperative. And it is going to take bil- 
lions of dollars. 


Where will this money come from? 


We think the right way to provide it is to permit 
the railroads to build up adequate reserves now 
which can be used to pay for new cars and 
locomotives, new track and other facilities to 
replace those now being worn out in war service. 


If this is done, the railroads will be able to keep 
on providing the dependable, low-priced trans- 
portation which made possible the peacetime 
growth and development of this country, and 
which is now an essential part of the nation’s 
war effort. 


ALL UNITED FOR VICTORY 

















With the stage being set for another drive in 
® Congress to put the Commission in a rate-mak- 
ing strait-jacket by depriving it of authority to inject 
some degree of flexibility into the regulation of rates, 
it may help to call attention to the failure of the Hoch- 
Smith resolution of January 30, 1925, to accomplish 
for agriculture what its authors hoped it would. Not- 
withstanding differences of opinion as to whether that 
resolution changed existing rate-making law, it repre- 
sented, essentially, an effort of hard-pressed congress- 
men from the depressed agricultural areas of the 
country to do something for the farmer and obtain 
his political support. Its enactment was political rate 
making, just as enactment of any of the pending “uni- 
form” rate bills would be political rate making. 


It is not necessary to go outside the ranks of the 
friends of the farmer to find condemnation of the 
effort Congress made in the Hoch-Smith resolution. 
We refer to the study entitled, “The Hoch-Smith Reso- 
lution, a Study of a Congressional Mandate on Trans- 
portation,” prepared by E. O. Malott, of the Bureau 
of Agricultural Economics of the U. S. Department of 
Agriculture, and issued by the department (see Traf- 
fic World, Oct. 10, 1942, p. 848). This study was made 
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Legislative Rate Making 


OUR PLATFORM 


to determine the effectiveness of a legislative rate- 
making direction to a regulatory commission and the 
conclusion was that such a direction was not effective 
in the case of the Hoch-Smith resolution. 


“More compelling than congressional mandates in 
ultimate effect upon rates are economic conditions 
which affect business, industry, and agriculture,” says 
Mr. Malott, putting his finger, we think, on the heart 
of the issue that has now been raised again by the 
rate-making bills introduced in ‘Congress. In other 
words, the congressmen who want such measures en- 
acted propose, as we say, to put the Commission in a 
strait-jacket, but they do not at the same time attempt 
to put “economic conditions which affect business, in- 
dustry, and agriculture” into such a strait-jacket. They 
would not succeed with the latter any more than they 
will with the former, as has been demonstrated in the 
case of the Hoch-Smith resolution. We think the fol- 
lowing quotation from the Malott report is particu- 
larly in point at this time: 


In regard to the rate-structure investigation itself, it can 
be said that it is never really in balance. The rate structure is 
always undergoing renovation in large or small degree. Ec- 
nomic changes produce traffic changes, which, in turn, result 
in dislocating the existing structure. To an industrial producer 


(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

: An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and,.reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


_ Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 

empt from income tax railroad revenue set aside for 
deferred maintenance. 
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Subject to transportation tax property moved via gov- 
ernment barge line. . 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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who would like to start an industry in a new area or to an 
agricultural producer who would like to reach a new market, 
the rate structure may be a handicap until it is readjusted. To 
an industrial producer who seeks a new source of material or 
to a market which seeks a new source of agricultural products, 
the existing structure may be an equal handicap. These adjust- 
ments are constantly being made by the regulatory commis- 
sions, and in this way the rate structure has been built up piece- 
meal, year after year. A wholesale readjustment such as that 
contemplated by the provision for the rate-structure investiga- 
tion in the Hoch-Smith resolution, places a very heavy burden 
upon the regulatory commission, the carriers, and the shippers, 
and in the end may result in a greater disturbance to the traf- 
fic movement than does the day-to-day patchwork of current 
cases. 

The Hoch-Smith investigations instituted by the 
Commission cost the railroads, shippers directly af- 
fected, and the public generally many thousands of 
dollars and many months of time. More than eighteen 
years after the resolution was enacted, there is still a 
Hoch-Smith proceeding. pending on the Commission’s 
docket. 

In its annual report dated December 1, 1933, the 
Commission, having discontinued the Hoch-Smith in- 
vestigation except as to pending cases, said experi- 
ence had shown that necessary changes in the rate 
structure could be effected by it with least delay 
(which was the mandate of the Hoch-Smith resolution) 
through the usual course of hearing complaints, or by 
investigations on its own motion, rather than under a 
general nation-wide investigation “which is likely to 
assume unduly ponderous proportions.” 

One of the things of which we are proudest in our 
long history of fighting for what we believe to be right 
and against what we believe to be wrong is that we, 
from the first, strenuously opposed the Hoch-Smith 
resolution. We were for a long time a voice in the 
wilderness, but we lived to see practically everybody 
with any sense and free from selfish interests come to 
agree with us. Our position is the same with respect 
to the legislation proposed now, and even if it is en- 
acted we shall eventually find ourselves vindicated 
again. 

Shippers particularly ought to write to members 
of Congress and try to “get across” to them why Con- 
gress ought not again to tell the Commission how to 
make rates. The results of such legislation as that now 
being proposed largely by southern congressmen can 
only be bad for everybody concerned. 

This subject cannot be dismissed at this time with- 
out some reference to the artitle on “discrimination by 
freight rates,” by Frank L. Barton, reprinted from The 
New Republic in the Traffic World last week. Barton 
is an employe of the Bureau of the Budget, and, there- 
fore, under the rules laid down by the administration, 
what he publicly said or wrote should have been cleared 
through the Office of War Information. If it was so 
cleared, those clearing it, representing the government, 
should be severely censured. If it was not, then the 
government machinery has broken down, unfortu- 
nately, in this instance. Everybody concerned is close- 
mouthed “for publication” as to what happened, so, 
so far as the record is concerned, a government em- 
ploye, connected with a bureau that can “spank” the 


Commission, has told the public what the Commission 
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ought to do in the class rate case and how every mem. 
ber of it is likely to vote on the question—and the Of. 
fice of War Information, an administration bureau, dig 
not stop publication, though empowered to do so. 

The worst part of the article is the author’s low 
estimate of the members of the Commission, the rea. 
son assigned to each for his expected vote being his 
geographical location at the time he was appointed, 
We have never had more than one or two members of 
the Commission—only one that we recall—who were 
governed by such considerations; one who is so goy- 
erned is contemptible and utterly unfit for his office 

We, of course, are not concerned with the action 
of The New Republic in publishing such an article 
written by one whose name means nothing and who, 
probably, knows little or nothing about his subject, 
except to say that such magazines are worse than 
worthless, because they convey misinformation and 
false impressions to their readers. 


A Busybody Board 


Now the Board of Investigation and Research tells 

the President and Congress that it is investigating 
the Interstate Commerce Commission and the manner 
in which it is doing its work, with a view to making 
recommendations for improvement. There is no objec- 
tion, of course>to such an inquiry being made, but the 
board should not have undertaken it or any other study 
—such as the interterritorial rate study—at least until 
it had completed the major specific tasks assigned to 
it by Congress in the transportation act of 1940. The 
board was directed by Congress to investigate three 
matters: (1) the relative economy and fitness of car- 
riers by railroad, motor, and water for transportation 
service, with a view of determining the service for 
which easy type of carrier is especially fitted; (2) the 
extent to which the several classes of carriers have 
been subsidized by the government; (3) the extent to 
which taxes are imposed upon such carriers by gov- 
ernmental agencies. The board has yet to make its 
reports on these specific questions and yet it takes 
time to poke its nose into all sorts of other transpor- 
tation situations. Furthermore, we do not see what 
business it is of the board to discuss the need for per- 
manent government research on transportation. Obvi- 
ously, somebody wants a permanent instead of a tem- 
porary job. Congress, unfortunately, after setting 
forth the specific tasks it wanted done, authorized the 
board, in its discretion, to investigate other transpor- 
tation matters and the board has taken advantage of 
that provision. 


A Transportation Plan 
As part of its educational program, the Trans 
portation Association of America is going up and 
down the country presenting its conception of the 
transportation problem and arguing for its policy of 
integration of transportation facilities into a limited 
number of competitive systems. It has adopted the 

(Continued on page 722) 
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Decisions of Interstate Commerce Commission 


Upper Mississippi Water Rights 


Since the interstate commerce act recognized and affirmed 
the desirability of further interchange of traffic between con- 
necting water carriers, and as there was no proof that present 
services on routes south of St. Louis were inadequate, the Com- 
mission, division 4, has found that public convenience and ne- 
cessity require the operations of the applicant north of St. 
Louis, while denying “grandfather” rights for such operations, 
in W-764, Upper Mississippi Towing Corporation Common Car- 
rier Applications. Applicant was found not to have been in 
operation on the statutory date and continuously since as a 
common carrier by water in the performance of transportation 
subject to part III of the act. Public convenience and necessity 
was found to require operation by the applicant as a common 
carrier by towing vessels in the performance of general towage 
and by self-propelled and by non-self-propelled vessels with 
the use of separate towing vessels, in the transportation of 
commodities generally, between points on the Mississippi and 
St. Croix rivers from Minneapolis, Minn., to St. Louis, Mo., 
both | catia the certificate to be effective on and after 
Dec. 10. 

Commissioner Miller concurred in the results, and Com- 
missioner Porter, concurring in part, said he agreed with the 
authority as far as granted, but believed the record justified 
granting, in addition, the right to operation on the Ohio River 
as far upstream as Cincinnati, and on the Mississippi River as 
far south as Cairo. Protestants, he said, had offered no objec- 
tions “to the latter.” 

In describing the applicant’s service, the report said it con- 
sisted, with few exceptions, of the transportation of petroleum 
or petroleum products in bulk in tank trucks, in the period 
Jan. 1, 1938, to July 1, 1942. With respect to the towage of 
loaded and empty barges for the American Barge Line Co., 
it said, applicant contended that this service was performed by 
it as a connecting carrier and that the shipments were under 
its control and responsibility while in its possession. However, 
the report said, it did not appear that the transportation was 
other than under through rates fixed by American Barge with- 
out any agreement, negotiation, or consultation with applicant 
as to amount or division. So far as the evidence showed, it 
said, the arrangements of American Barge with applicant were 
for the incidental towage of loaded and empty barges at charges 
for the service quoted by applicant, which charges had been 
arrived at wholly without reference to the through rates to be 
applied for the through transportation. 


As to operations south of St. Louis, the report said pro- 
testants resisted the granting of these rights, and that all of 
the protestants had expressed their willingness to join with 
applicant in through routes and joint rates on the same basis 


of divisions and operating arrangements as were in effect with 
other carriers. 


Dayton Union “Red Cap” Service 


In the report written by Commissioner Aitchison in No. 
28842, Dayton Union Ry. Co. Tariff for Red Cap Service, the 
Commission, with Commissioners Mahaffie, Porter and Miller 
dissenting and Commissioners Lee and Splawn not participating, 
has found the carrying of hand baggage and personal effects 
to or from trains for passengers in interstate or foreign com- 
merce by respondent’s “red cap” employes at its station at 
Dayton, O., to be transportation service subject to part I of the 
interstate commerce act, and the charges therefor to be such 
as are required to be published, filed, and posted as provided 
by section 6 (1) of the act (see Traffic World, Sept. 18). 

_ Following the decision of division 3 in Stopher vs. Cincin- 
nati Union Terminal Co., Inc., 246 I. C. C. 41, the Commission 
has entered an order directing the Dayton Union to publish, 
file, and post a tariff stating its charges for red cap service to 
such passengers on or before Dec. 15. 

For reasons stated in his dissenting expression in Stopher 
vs. Cincinnati Union Terminal, supra, Commissioner Mahaffie 
Said he did not concur in the findings “here made by the ma- 
Jority.” He was joined in that expression by Commissioners 
Porter and Miller. bd 

The Dayton station, the report said, was on the lines of 
three groups of corporations, referred to as proprietary com- 


Railroad, Water, and Motor Transport 





panies, subject generally as common carriers by railroad to the 
provisions of part I of the act and engaged in interstate trans- 
portation of passengers and property, namely: Pennsylvania 
Railroad Co., Little Miami Railroad Co., and Dayton & West- 
ern Railroad Co.; New Lork Central Railroad Co., and the 
Cleveland, Cincinnati, Chicago & St. Louis Railway Co.; the 
Toledo & Cincinnati Railroad Co., the Dayton & Union Rail- 
road Co., and the Baltimore & Ohio Railroad Co. 

Service by red caps, according to the report, has been 
available at the Dayton union station for more than 20 years. 
After the enactment of the fair labor standards act of 1938 and 
the decision of division 3 in Regulations Concerning Employes 
Under Railway Labor Act, 229 I. C. C. 410, and 232 I. C. C. 49, 
the report said, respondent beginning Oct. 23, 1938, placed red 
caps at its station on its payroll, and inaugurated the “account- 
ing and guarantee” method of payment. But it discontinued 
that method beginning May 1, 1940, and since then has paid 
each of its red caps directly and in cash, an hourly wage in 
the amunt required under the provisions of the fair labor stand- 
ards act. Simultaneously it instituted a charge for red cap 
service of 10 cents a bag or parcel, and also a special party 
rate for touring parties, orchestras, etc., of $1 a truck load 
regardless of the number of the packages carried, if over 10. 

“Whatever revenue is received by respondent from red 
cap services performed goes into its general accounts and 
thereby diminishes the operating deficit inevitable in the case 
of a terminal company organized as is this respondent, con- 
ducting operations as it does, which must be apportioned among 
and met by the proprietary companies,” says the report. “Thus 
the collection by respondents of the charges involved is re- 
flected in the end in the accounts of the proprietary compa- 
nies.” 

The respondent, according to the report, took the position 
that the service performed by its red caps in the carriage of 
handbags or parcels for passengers to or from trains at its 
station was not “transportation” within the meaning of part I 
of the act, and that “the respondent” was not under legal obli- 
gation to furnish such service, and was not required by the act 
to publish and file a tariff covering its charges therefor. 


Moland Motor Purchase 


Because of the improvement in the financial condition of 
the purchaser since the original hearing, and in the face of the 
prior decision of division 4 of the Commission which denied 
the purchase application on the ground that it would furnish 
unneeded service in the highly competitive territory between 
the Twin Cities and Chicago, and of dissents to the instant 
report on the part of Chairman Alldredge and Commissioners 
Lee, Miller, and Splawn, the Commission has reversed the prior 
report and approved the transaction in MC F-1813, Clarence 
Moland, et al.—Purchase—J. W. Saunders and J. R. Welty, 
38 M. C. C. 625. 

The purchase involved common carrier rights between 
Duluth and Minneapolis and St. Paul, Minn., with service at 
intermediate points, and between the Twin Cities and certain 
Minnesota and Wisconsin points. Although, by stipulation en- 
tered into by the purchasers and the protestants, ‘that, so far 
as our consideration of the instant transaction is concerned, we 
may assume that no Chicago-Twin Cities or Milwaukee-Twin 
Cities traffic was ever interchanged with vendors at either Eau 
Claire, the junction point, or Chippewa Falls,” and although 
division 4, in the prior report, had disapproved the purchase 
because the unification of the operations of buyer and seller 
would result in an additional through service, the instant re- 
port, following the decision in Standard Freight Lines, Inc.— 
Lease—Ralph D. Holt, 38 M. C. C. 483, said a similar finding 
was warranted that the additional service would not so seri- 
ously affect the revenues of protestants as to impair their abil- 
ity to continue rendering their present service. 

With respect to the fact that the through service between 
the same two principal terminal points, which would follow 
unification, would be a completely new service, not heretofore 
rendered by buyer or seller singly or in combination, as shown 
by the aforementioned stipulation, the report said the situation 
was controlled by the decision in Powell Brothers Truck Lines, 
Inc.—Purchase—Bryan, 39 M. C. C. 11. In that decision, it 
said, ‘we approved the service proposed to be rendered by that 
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vendee under vendor's rights between points which the latter 
had never served.” 

’ The report said that, while Moland had continued to con- 
duct the Saunders and Welty operations unlawfully, following 
expiration of the authority to conduct those operations under 
lease until Nov. 10, 1942, Saunders and Welty had taken back 
and resumed their former operations about Jan. 25, 1943, and 
the violation had thus been ended, and it was not considered 
that the circumstance was necessarily a bar to approval of the 
purchase transaction, “which has been shown to be consistent 
with the public interest.” 

At the further hearing, said the report, one of the vendors 
had expressed reluctance to consummate the transaction, stat- 
ing that “we would just as soon take the line back and forget 
about the whole thing,” and that there should be an adjustment 
in the present contract to provide for certain expenditures for 
repairs to equipment and tires, estimated at $2,600, incurred 
when the properties were returned to them. 

“The terms and conditions of the transaction which is be- 
fore us do not provide for such an adjustment,” the report 
continued. “The failure to make such provision is insufficient 
reason for withholding our approval. Particularly is this true 
as vendors have had the use of the equipment involved in con- 
ducting the operations since January, 1943. Our approval is on 
the basis of the terms previously stated.” 

Commissioner Rogers, concurring, said that the decision 
of the Commission in the Standard Freight Lines case, supra, 
seemed to apply. 

Commissioner Lee, who said that Chairman Alldredge 
joined in his expression, said that numerous common carriers 
by motor vehicles now engaged in operations between the Twin 
Cities and Milwaukee and Chicago provided adequate and effi- 
cient service to the public. As a result of instant transaction, 
he said, the purchasers would provide an additional through 
service between those points, even though no need therefor 
existed, and that they would, no doubt, divert traffic from many 
of the existing carriers and thereby impair their ability to con- 
tinue to render their present services. He said it seemed to 
him that approval of the transaction accorded the interest of 
the vendess, rather than that of the public, controlling weight. 

Commissioner Miller said that reversal of the prior report 
rested squarely on the decisions in the Standard and Powell 
cases, in both of which, he added, he had dissented. This action, 
said he, constituted an additional threat to the operation of 
existing carriers and that the record did not support such 
action in that there was shown no need for what would prove 
to be a new service between the points referred to. The finding 
of the majority, he continued, that the evidence did not warrant 
the belief that the additional service would so seriously affect 
the revenues of existing carriers as to impair their ability to 
continue rendering their present service, was no answer to the 
plea of protestant carriers that they not only were entitled to 
exist, but were equally entitled to a reasonable return on their 
investments. 

“If we are to continue approval of new services on any- 
thing but the strongest of evidence that such services are essen- 
tial, confusion and, indeed, bankruptcy of individual existing 
carriers eventually are almost certain to result,” said Commis- 
sioner Miller in conclusion. 

Commissioner Splawn said that the preponderance of the 
evidence did not support a finding that the operation approved 
would be consistent with the public interest. 


Forwarders’ Consolidation Practices 


Although it required revision or modification on or before 
Dec. 15, of a number of the rules and practices which the re- 
spondents had applied to the consolidation of small shipments 
or “lots” in providing rates lower than the rates under which 
the small shipments would move otherwise in freight forwarder 
service, the Commission, in its report in No. 28894, Consolida- 
tion of Shipments by Freight Forwarders (see Traffic World, 
Sept. 18), did not condemn the principle of affording lower 
rates by consolidation, which the freight forwarder respondents 
defended, according to the report, as a means of exercising 
“efficiency and economy in operation” and one in which the 
managerial discretion of the forwarder should have “full play.” 

Commissioner Patterson, however, disagreed with the tacit 
approval by the majority of the granting of lower rates to 
users of the respondents’ consolidated-shipment plans. He 
wrote the following dissenting expression: 


The majority here find that practices obviously unjustly discrimi- 
natory if engaged in by a common carrier subject to the interstate 
commerce act are not unjustly discriminatory when engaged in by a 
freight forwarder. The provisions of the law prohibiting unjust dis- 
crimination against and undue prejudice and preference of those en- 
gaging their services are the same in the case of the forwarders as 
they are in the case of the common carriers. Substantially similar 
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consolidation arringements as are here found lawful by the majority 
were found unjustly discriminatory and unduly prejudicial when pro. 
posed by the predecessor of the American Railway Express Company in 
Aggregating Express Shipments, 192 I. C. C. 301. Similar findings 
should be made here. 


Respondents whose tariff rules, as shown in an appendix 
to the report, were under investigation in this proceeding were: 

Arthur J. Brown, dba A. B. C. Freight Forwarding; Associateg 
Shippers, Inc.; Central Forwarding (now Central Package Car (Co.,); 
General Carloading Co., Inc.; Hastings Express Corporation; Kelleher 
Carloading & Distributing Co.; Samuel E. Lifschultz and American Na. 
tional Bank & Trust Co. of Chicago, as trustees, dba Lifschultz Fagt 
Freight; Mortex Distributors, Inc.; Mutual Distributing, Inc.; Package 
Fast Freight; A. Kohrman, I. J. Scheer and J. A. Feldmeir, dba Pitts. 
burgh Stores Fast Freight; Texas Freight Co.; Western Freight Asso. 
ciauon, and Guif Carloading Co., Inc., Gulf Carloading Co. of Texas 
Inc., and New Orleans Freight Distributing Co., Inc., E. L. Dimick, 
agent. . 


It was shown in the report that the rules and practices 
under investigation differed somewhat as between different 
respondents, but that, in general, the matters subjected to 
inquiry were the following: 

“Minimum Lots” Consolidation 


1. An arrangement under which retailers, principally at 
Chicago, to whom shipments of less than 100 pounds each 
were consigned from New York, avoided the payment of the 
forwarders’ minimum charge for any shipment weighing less 
than 100 pounds by having such shipments consol dated, for 
each consignee, into lots equalling or exceeding the 100-pound 
minimum, so that the consolidated lots became, under the tariff 
rules in issue, subject to charges at the actual weight and 
rate by the 100 pounds, plus the forwarder’s serv.ce charge. 
A “typical” rule of the respondents with respect to such ship- 
ments between New York and Chicago made the “exception” 
applicable only when the consignee had “ten or more such 
minimum shipments consolidated in any one calendar day.” 
Thus, said the Commission, the total charge under the con- 
solidation rule for a 40-pound package would be 81 cents, as 
compared with charges of $2.18 by parcel post, $1.88 by express, 
$1.77 by rail or motor carrier, $1.45 under one respondent's 
package scale, and 87 cents if handled at point of origin through 
a consolidator. The Commission said that under respondents’ 
consolidation rules there was generally no consolidation of the 
respective lots for each consignee and that it was respondents’ 
practice to forward portions of the same shipment in different 
railway cars, and, as to some respondents, on different days. 


“Volume” Shipments 


2. Provisions of tariffs of four of the respondents pro- 
viding rates, dependent on minimum weights ranging from 
3,000 to 14,000 pounds—so-called ‘‘volume shipments’’—lower 
than the corresponding class rates that otherwise would apply. 
The tariff of one respondent provided for a rate of $1.46 a 
hundred pounds, minimum 3,000 pounds, not including pickup 
at New York by including store-door delivery at Chicago, 
applicable ‘only on shipments received from one or more con- 
signors consolidated for one consignee.” That tariff also pro- 
vided for a service charge of 10 cents a lot on quantities of 100 
pounds or less, with no service charge for larger lots. The 
tariff rule in question was not restricted to quantities received 
in any particular period. No attempt was made to consolidate 
the various separate shipments physically, or to aggregate them 
on one bill of lading. In similar tariff rules of the other 
forwarders, the volume rates were subject to maximum “ac- 
cumulation periods” ranging from 36 hours to seven days. 


Carload Shipments 


3. Rules of two of the respondents dealing with the con- 
solidation of lots into carload quantities, one providing for a 
maximum assembling period’ of seven days, the other limiting 
the assembling period to three days. One respondent had 
specified, according to the report, that it would accept for 
transportation “two or more lots aggregating a carload, ship 
by one shipper to one consignee at one destination, at its pub- 
lished rates, which are higher than the rail carload rates and 
lower than the less-than-carload rates;” and, at respondent's 
option, or at that of the carrier employed by it, respondent 
might forward all or any part of such shipments at any time 
within seven days. ; 

Protesting forwarders—Acme Fast Freight, Inc., National 
Carloading Corporation, and Universal Carloading & Distribut- 
ing Co., Inc.—contended, said the Commission, that the tariff 
items under investigation were “unlawful devices to give 
lower rates to receivers of multiple shipments than to receivers 
of single shipments of like content and movement.” 


Two Major Questions Raised : 
“Most of these rules,” the Commission majority said, 


“present two major problems; first, does the law contemplate 
actual consolidation of the respective lots included in a so-call 
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consolidated shipment, and, second, whether or not actual 
consolidation is required, what is a reasonable period within 
which the lots included in a consolidation may be accumulated ? 
_, . Consolidation of property for transportation must not 
be merely a constructive matter, or on paper only, but actual 
and physical, provided, however, that the usage of the business 
and sound railway or motor operating practice may require that 
all of the consolidated consignment be not necessarily for- 
warded in the same car or truck. So far as appears, all of 
respondents’ shipments when offered at the assembling point 
for transportation to the railroads or motor carriers are in 
carload or truckload lots, and subject to the carload or truck- 
load rates. While the respective articles or packages which 
are included on the same bill of lading as given by the for- 
warder to its patron often are not placed together in the 
same car or track, we have not been advised of any good 
reason why that should be required. On the contrary, the 
practice of placing portions of consolidated shipments in dif- 
ferent cars or trucks, were engaged in only at the convenience 
of the carrier or forwarder, seems to be advantageous in 
promoting transportation efficiency and economy.” 

The Commission noted that the protestants, in alleging 
“ynjust discrimination,” relied on the decisions in Aggregating 
Express Shipments (192 I. C. C. 301) and Southern Pacific 
Co. Ownership of Atlantic Steamship Lines (43 I. C. C. 168), 
and that in the latter case it had said, among other things, 
that “if small shipments by different shippers move independ- 
ently from New York to Galveston, then it seems clearly dis- 
criminatory to subsequently apply a rate to such shipment 
lower than the rate which other shippers of similar packages 
are charged.” It had been shown in those cases that the 
respective shipments included in the aggregated consignment 
were handled in the same manner and at substantially the 
same unit cost as if they had moved as wholly separate con- 
signments, said the Commission. It added: 


Here the record is convincing that as to many of the shipments at 
least, the service and costs as between the single and consolidated 
consignments are practically identical up to arrival at destination, but 
there is a difference in the delivery service and costs at destination in 
favor of the consolidated shipments. . . . Generally speaking, the con- 
solidated shipments ure delivered in large trucks at a lower expense 
per 100 pounds than is encountered in the delivery of individual small 
packages which are handled in smaller trucks at greater expense... . 
The difference in the delivery costs is not as great as the difference in 
the rates. However, there are other important considerations to which 
we must give attention, and which were not present in the proceedings 
cited. 


The Commission noted that section 406(d) of the act 
required it, in testing the lawfulness of forwarders’ rates, rules, 
etc, to give due consideration to “the inherent nature of 
freight forwarding.” It said the shipments moving under 
respondents’ rules were in fact handled by both forwarder and 
carrier, with few exceptions, the same as if they were carload 
or truckload quantities. It was to be expected, therefore, it 
said, that “at least some of these savings in transportation 
costs will be passed on to those who pay the transportation 
charges.” 

‘ Question of Discrimination 


“It would be difficult, and perhaps impossible,” said the 
Commission, “to find sufficient space at the New York piers 
for actual consolidation of all of respondents’ shipments from 
that point, and condemnation of these rules, on the ground 
that there is usually no physical consolidation of each con- 
signment, would divert the bulk of respondents’ New York 
shipment to the consolidators, with consequent transportation 
charges about 12 cents per 100 pounds higher, and service 
probably no better, than that at present. In that event, from 
a practical standpoint, the discrimination as between the re- 
celver of single shipments and the receiver of consolidated 
shipments would be lessened only to that extent. True, there 
would then be more of actual consolidation, but where all of 
the lots in a consolidated consignment are forwarded as parts 
of a carload or truckload over a 24-hour period, the difference 
In transportation economy and efficiency as between the two 
types of service is small. What has just been said, however, 
does not apply to portions of a consolidated consignment which 
are shipped or forwarded over a period longer than 24 hours. 
The calendar day, or its equivalent, has long been observed 
in general practice as a reasonable period for a carrier to 
originate a consignment. . .. Any different holding, on the 
ground of forwarder or carrier convenience, or for other rea- 
sons, would open wide the opportunity for invidious and unlaw- 
ful discrimination. 

“However, since the primary business of forwarders is 
the assembling of numerous smaller shipments into large 
Consignments for more economical and efficient transportation, 
we recognize that transportation economy and efficiency may 
Justify them in according to shippers or consignees a longer 
period than 24 hours in which to complete the delivery of 
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quantities of freight for consolidation into and forwarding as 
single shipments. It is the general practice of railroads to 
allow shippers a free period of 48 hours within which to load 
carload freight. . . . Two calendar days, exclusive of undays 
and legal holidays, is a reasonable maximum period in which 
respondents should permit delivery to be completed of a son- 
solidated consignment... . 

As to a Lifschultz rule requiring a minimum of ten min- 
imum lots a day to make its rate on the actual-weight basis 
applicable, with a service charge of 10 cents a lot, the Com- 
mission said that, to avoid unjust discrimination, the rule 
should be modified by lowering the minimum number of lots 
to two, and by providing for a minimum service charge of 75 
cents for each consolidated shipment, with the proviso that 
“no total charge under the rule shall exceed the aggregate 
charge on the lots included in the consolidated shipment if 
forwarded as separate consignments.” A rule of A. B. C. Freight 
Forwarding, applying its consolidation rule and rates on single 
shipments, with the use of the weight of lower-rated com- 
modities for the purpose of making up the minimum weight 
provided by the rule while, nevertheless, protecting the lower 
rate or rates on such commodities, had the effect of granting 
concessions to certain patrons and resulted in unjust discrim- 
ination, undue prejudice, and departures from published tariff 
rates, the Commission found. 


General Conclusions and Findings 


It concluded that the tariff rules in question were and 
for the future would be unreasonable, unjustly discriminatory, 
unduly prejudicial, and indefinite and incomplete to the extent 
they failed to make the following provisions, as to minimum 
lot, volume, truckload or carload shipments: 


(1) The point or points of origin and destination from and to which 
the rule or item is to apply; (2) written instructions by either con- 
signor or consignee to respondent before receipt of any portion of the 
shipment to be aggregated or consolidated so as to permit ready identi- 
fication of the various portions of the shipment upon arrival at re- 
spondent’s premises; (3) the aggregation or consolidation into one 
shipment of two or more lots as delivered to the forwarder; (4) a 
maximum period of one calendar day within which the entire shipment 
as aggregaied or consolidated will be forwarded by respondent; (5) one 
consignor, one consignee, one bill of iading issued at point of origin 
on the day of forwarding, and delivery to one address at one destina- 
tion, or if respondent wishes to provide for delivery to more than one 
address, a reasonable extra charge for each additional delivery. 


As to minimum lot shipments: 


A maximum period of two calendar days, exclusive of Sundays and 
legal holidays, within which the various portions of a consignment may 
be assembled at respondent’s premises for consolidation into one ship- 
ment; a minimum consolidation charge of 10 cents per lot as delivered 
to the forwarder, with a minimum charge per aggregated or consoli- 
dated shipment of 75 cents, provided that the total charge under the 
rule shall not exceed the aggregate charge which would result if the 
respective lots included in the consignment were made as sparate 
shipments. 


As to volume, truckload or carload shipments: 


A maximum period of two calendar days, exclusive of Sundays and 
legal holidays, within which the various portions of a consignment may 
be assembled at respondent’s premises for consolidation into a carload, 
truckload, or volume shipment subject to a minimum weight duly pro- 
vided; a minimum consolidation and storage charge of 20 cents per 
100 pounds. 


“Here,” the Commission concluded, “we are permitting 
forwarders to continue to engage in consolidation arrange- 
ments, under the foregoing restrictions, being influenced by the 
inherent nature and primary purpose of freight forwarding 
and by the difference between the manner of handling of 
forwarder freight, on the one hand, and of freight received 
by part I, Il, or III carriers, on the other. We recognize that 
even in the case of forwarders, and with the restrictions herein 
provided, it is not certain that unjust discrimination and other 
abuses can be entirely obviated. The foregoing conclusions 
are, of course, based on the record before us and are without 
prejudice to any different conclusions which we may reach after 
the arrangements herein approved have been in effect for a 
sufficiently long period to determine their operation in prac- 
tice.” 


J. MILLER MOTOR RIGHTS 


By a report and order in MC 78228, J. Miller Co. Common 
Carrier Application, embracing MC C-292, Transportation Ac- 
tivities of J. Miller Co., the Commission, division 5, on further 
hearing in MC 78228, has affirmed the findings in the prior 
report, 23 M. C. C. 421, that applicant was on June 1, 1935, 
and continuously since had been in bona fide operation as a 
common carrier, over irregular routes. 

On reconsideration in MC 78228, the findings in the prior 
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report, in respect of the description of the territory in New 
York in which applicant was entitled to operate, was corrected. 

In MC C-292, a proceeding instituted on the Commission’s 
own motion for the purpose of determining whether or not 
J. Miller Co. was conducting its operations over irregular 
routes as authorized, or whether it was engaged in operations 
over regular routes, the report said that in view of the deci- 
sion in MC 78228, it was concluded, on the record, that respond- 
ent was conducting its operations over irregular routes as 
authorized and that, therefore, the investigation in MC C-292 
should be discontinued. 


T. & N. O. TRACKAGE RIGHTS 

In Finance No. 14309, Texas & New Orleans Railroad Co. 
Trackage Rights, the Commission, division 4, by a report and 
order, has approved and authorized acquisition by the T. & 
N. O. of trackage rights over the second of two parallel main 
tracks of the Vicksburg, Shreveport & Pacific Railway Co., the 
Yazoo & Mississippi Valley Railroad Co., lessee, in Shreveport, 
La. The report said the effect of the transaction would be to 
substitute double-track operation for single-track operation 
between approximately the same termini. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Mineral Wool 


I. and S. M-2139, Mineral Wool, S. Plainfield to Connecti- 
cut, Massachusetts, and Rhode Island. By division 2. Reduced 
motor common carrier commodity rates proposed by Eastern 
Motor Freight Lines, Inc., on mineral wool from South Plain- 
field, N. J., to points in Connecticut, Massachusetts, and Rhode 
Island, just and reasonable; and rule proposed in connection 
with such rates, providing a minimum weight on less-truckload 
shipments loaded to capacity of vehicle, unlawful. Rule ordered 
canceled on or before Nov. 15 without prejudice to establish- 
ment of a new rule in conformity with views expressed in the 
report, and proceeding discontinued. The rule should be re- 
vised so as to apply when the carrier supplied a vehicle of a 
certain minimum capacity large enough to accommodate 10,000 
pounds of mineral wool in the “forms here considered and hav- 
ing the usual shipping densities,” said the report. 


Intercoastal Rate Structure 


No. 28622, Intercoastal Rate Structure (formerly U. S. 
Maritime Commission No. 514). By division 3. On petition 
filed June 11, 1943, by Agent Harry S. Brown, on behalf of all 
carriers parties to his westbound tariff No. 1-C SB-I No. 6, 
findings in original report, 2 U. S. M.C. 285, prescribing min- 
imum reasonable rates and charges of common carriers by 
water in westbound intercoastal commerce, modified so as to 
permit publication on statutory notice of rates for westbound 
intercoastal transportation from Atlantic to Pacific ports lower 
than minima prescribed on tractor springs, granulated or 
grained aluminum, insulating cement, asbestos rovings, as- 
bestos yarn, clothes baskets, propylene glycol, acids, citrate of 
sodium, castings, forgings, ingot mold stools, furnace parts, 
and signs. The rates were sought principally to meet changes of 
transcontinental rail lines. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
yull may be obtained by prompt application to the Commission.) 


*MC 25567, Sub. 6, Hancock Truck Lines, Inc., Evansville, 
Ind., extension. Certificates denied. Dangerous explosives be- 
tween points in Ill., Ind., Ky., Mich., and Mo., which applicant 
is now authorized to serve in the transportation of other com- 
modities, or of general commodities, with exceptions, in serving 
an off-route point in Ind., and an off-route point in Ky., in con- 
nection with presently authorized regular-route operations. The 
Commission pointed out that under authority of section 210(a) 
of the act, as amended by the second war powers act of 1942, 
it was authorized on its own motion and without notice, or 
hearing, on a proper showing, to issue temporary authority. 
On its own motion, it said, consideration would be given to the 
issuance to applicant of authority to operate temporarily as a 
common carrier of general commodities, except petroleum prod- 
ucts in tank trucks, livestock, and sand, gravel, and coal in 
bulk, in serving the Ohio River ordnance plant, near Hender- 
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son, Ky., and the Wabash River ordnance plant, near Clinton 
Ind., as off-route points in connection with applicant’s presently 
authorized regular route operations. 

*MC 15821, Sub. 1, Graf Brothers, Newburyport, Ma 
extension. Certificate granted. Apples, from Hampton Falls 
N. H., to Boston, Mass. Dual operations as a common and 
contract carrier authorized. 

*MC 64939, H. D. Ryan and L. G. Howard, dba Keystone 
Transfer Co., Uniontown, Pa., common carrier, embracing Sybh 
1, Same, extension. Certificate granted as to continuance of 
operation in MC 64939, general commodities, with exceptions 
and of specified commodities, between points or territories jn 
O., Pa., and W. Va., and of household goods, in a radial gery. 
ice, from or to points in 11 states and D. C.; and operation in 
MC 64939, Sub. 1, as to general commodities, with exceptions 
between specified points in O., Pa., and W. Va. ; 

*MC 72316, LaBelle Safety Storage & Moving Co., Min. 
neapolis, Minn., common carrier, embracing MC 72316, Sub, 1, 
Same, extension, and MC 12253, Same, broker application. Cer. 
tificate granted as to continuance of operations in MC 7231§ 
household goods, between all points in 28 states and D. C., and 
operation in MC 72316, Sub. 1, household goods between points 
in Mont., and between points in Mont., on the one hand, and 
all points in 28 states and D. C., on the other. In MC 12953 
the Commission found that the proposed operations for which 
a licence was sought were not those of a broker within the 
meaning of section 203(a) (18) of the act, and denied the appli- 
cation. Commissioner Patterson dissented in part. 

*MC 126, Sub. 11, Huey Motor Express, Florence, Ky., ex- 
tenson. Certificate granted. General commodities, with excep- 
tions, between Catlettsburg, Ky., and Huntington, W. Va. 

*MC 103802, Alfred E. Fossmeyer, Vincennes, Ind., com- 
mon carrier. Certificate granted. Animal and poultry feed from 
East St. Louis, Ill., to points in a described territory in Ind, 
and livestock and agricultural commodities in the reverse di- 
rection. 

*MC 100325, Sub. 1, Albin Lee Gibson, Nashville, Ark., ex- 
tension. Certificate granted. Lumber, from points in Clark 
county, Ark., to points in described areas in Mo., Okla., and 
Tex., and from points in Polk and Hempstead counties, Ark,, to 
— in a described area in Tex., and all points in Mo., and 

a. 

*MC 76986, Albert S. Bartzen, Milwaukee, Wis., contract 
carrier. Certificate granted. Continuance of operation, general 
commodities, with exceptions, between the junction of. Illinois 
Highway 176 and U. S. Highway 41, and Green Bay, Wis. 

*MC 47109, Robert E. Sullivan, Philadelphia, Pa., motor 
carrier application. On finding applicant’s operations to be those 
of a common carrier, certificate granted as to continuance of 
operation as such a carrier, general commodities, with exce 
tions, between specified points in Pa., N. Y., N. J., Md, 0, 
and D. C. 

*MC 14554, W. L. Mead, North Fairfield, O., common car- 
rier, embracing MC 14554, Sub. 1, Same, extension. On further 
hearing in MC 14554, certificate granted as to continuance of 
operation, general commodities, with exceptions, from points in 
Mass., to Akron, Cleveland, Columbus, and Norwalk, O., and 
of wool from points in O., to Cleveland, O., and Boston, Mass. 
Prior report made in 30 M. C. C. 803. Certificate also granted 
in MC 14554, Sub. 1, as to general commodities, with excep- 
tions, from and to specified points in O., and Mass., and of 
wool from points in O., to points in Conn., Mass., and R. I. 

*MC 96518, John C. Humphrey, Lewiston, Ida., common 
carrier. Certificate granted. Passengers, baggage and express, 
between Clarkston, Wash., and East Lewiston, Ida. 

*MC 29762, Fulton Fast Freight, Inc., Cambridge, Mass. 
common carrier. On reconsideration, findings in prior report, 
41 M. C. C. 813, modified, and certificate granted as to continu- 
ance of operation, general commodities, with exceptions, be- 
tween points in Mass., N. H:, and Me. 

*MC 29813, Tar Asphalt Service, Inc., New Brunswick, 
N. J., contract carrier. Permit granted. Continuance of opera- 
tion, bituminous road materials, from Kearny and Greensand, 
N. J., to points in N. Y., within 200 miles of New Brunswick, 
N. J., and to points in Pa., within 100 miles of New Brunswick. 
Commissioner Lee concurred in part. 

*MC 73599, Sam Barbera, Reading, Pa., common carrier. 
On reconsideration, findings in prior report, 41 M. C. C. 831, 
modified, and certificate granted as to continuance of opera- 
tions, general commodities, with exceptions, between Reading, 
Pa., and Baltimore, Md., serving no intermediate points, from 
Reading to New York, N. Y., serving all intermediate and cet- 
tain off-route points, and from New York to Reading serving 
intermediate and certain-off-route points. 

MC 31430, Sub. 1, Clarence M. Robertson, Poplar Bluff, 
Mo., extension. Certificate denied. General commodities, 


tween Sikeston, Mo., and Turrell, Ark., over U. S. highway 61. 
MC 22311, Freer Motor Transfer Co., Chicago, III., Col 
Certificate granted. Continuance in operation, 


tract carrier. 
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iron and steel articles and contractors’ equipment, from Chi- 
cago Heights, and points in the Chicago, 1 commercial zone, 
to points in Ill., and Ind., and those in a described area of 
Mich. and Ia., and those in Mo. in the St. Louis, Mo., commer- 
cial zone; contractors’ equipment and damaged or rejected 
shipments of iron and steel articles in the reverse direction, over 
irregular routes. 


Commission Water Reports 


(An asterisk before the docket iwmber means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-607, Michigan Atlantic Corporation, Common Carrier 
Application, embracing W-670, Canal Operating Co., Inc., Com- 
mon Carrier Application. By division 4. On further hearing, 
finding in prior report in W-607 that applicant was entitled to 
continue operation as a common carrier by self-propelled and 
non-self-propelled vessels, in the transportation of commodities 
generally, except inflammable articles, between ports on the 
Great Lakes, except Lake Superior, and ports in New York 
Harbor and intermediate ports on the route of New York State 
Barge Canal, modified by elimination of authority to continue 
operation by non-self-propelled vessels. Amended certificate 
granted, effective Dec. 6. On reconsideration, findings in prior 
report in W-670 that applicant was entitled to continue opera- 
tion as a common carrier by non-self-propelled vessels with the 
use of separate towing vessels, in the transportation of com- 
modities generally between ports and points in the New York 
Harbor area, and along Long Island Sound, the Hudson River, 
and the Erie Canal of the New York State Canal System, re- 
versed, and application denied, As to W-607 the Commission 
found that applicant was not in operation of non-self-propelled 
vessels with the use of separate towing vessels on Jan. 1, 1940, 
having voluntarily discontinued such operation prior to the 
close of the 1939 season of navigation, and that it had not so 
operated since that time, hence it was not entitled to rights 
under section 309(a) of the act to continue such operation. As 
to W-670, the Commission found that applicant was not on 
Jan. 1, 1940, and since that date had not been, in bona fide 
operation as a common carrier by water in the performance of 
transportation subject to part III of the act; that it engaged 
solely in providing vessels, which it chartered from others, for 
movement of shipments by the Michigan Atlantic Corporation; 
and that since July or August of 1940 it had discontinued opera- 
tions. 


Railroad Abandonments 


Carl Eliason, engaged in the merchandise business at 
Sayner, Wis., and Ole Rismon, engaged in the resort business 
at Star Lake, Wis., have filed suit in the federal court for the 
northern Illinois district, eastern division, asking the court for 
an interlocutory injunction, pending hearing, and a perpetual 
injunction after hearing, restraining enforcement of the Com- 
mission’s order in Finance No. 1,4001, Chicago, Milwaukee, St. 
Paul & Pacific Railroad Co. Trustees Abandonment. In that 
proceeding, the Commission authorized the Milwaukee to aban- 


don a line extending 16.8 miles from a point near Woodruff,. 


Wis., to Star Lake, Wis., saying that while it would incon- 
venience the summer residents and the owners of summer 
homes and resorts, as well as shippers who served them, the 
prospect of additional business was not sufficient to warrant con- 
tinuance of the line (see Traffic World, July 31, p. 248). 

The complaint filed in the Illinois federal court said that 
the Commission had erred as a matter of law, and that its 
report and order were arbitrary and unreasonable, because the 
evidence on which they were based was concerned for the most 
part with facts and conditions existing in 1940, 1941, and 1942 
which, it said, were abnormal and to a great degree influenced 
by the war; that the abandonment of a line which had served 
a community for 48 years should not be authorized because of 
conditions existing for a relatively short period when the coun- 
try and the world were geared to a war economy. The com- 
plainants said that the loss claimed to have been sustained 
during the past few years was insignificant in comparison with 
the larger earnings of the railroad system as a whole, and 
that abandonment of the line would subject the communities 
directly affected to serious injury while continued operation 
would impose a relatively light burden on the defendant trus- 
tees and on the railroad company as a whole. 


St. L.-S. F. 


_ The Commission, division 4, by a report and certificate in 
Finance No. 14265, St. Louis-San Francisco Railway Co. Trus- 
tees Abandonment, has permitted abandonment by the trustees 
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of the St. Louis-San Francisco of the portion of the branch 
line in Poinsett and Mississippi counties, Ark., extending from 
Lepanto to West Ridge, 6.49 miles. 


Cc. T. H. & S. 


By a report and certificate in Finance No. 14285, Chicago, 
Terre Haute & Southeastern Railway Co. et al. Abandonment, 
the Commission, division 4, has permitted abandonment by the 
C. T. H. & S., and abandonment of operation by trustees of the 
Chicago, Milwaukee, St. Paul & Pacific, of a branch line in 
Seen CORE, Ind., extending from Hawton to Hymera, 4.34 
miles. 


Midland Valley 


The Midland Valley Railroad Co. has applied to the Com- 
mission, in Finance No. 14345, for authority to abandon the 
portion of its branch line in Sebastian county, Ark., extending 
16.7 miles from Hartford Junction to Excelsior. Applicant said 
the line had been operating at a deficit because of lack of traf- 
fic and there was no indication that “this traffic will increase.” 


B. & O. Equipment Trust Certificates 


With Commissioner Porter dissenting, the Commission, 
division 4, in a supplemental report and order in Finance No. 
14208, Baltimore & Ohio Railroad Co. Equipment Trust Cer- 
tificates, has granted the B. & O. authority to assume obliga- 
tion and liability in respect of not exceeding $4,000,000 of 
B. & O. equipment trust, series M, certificates, to be issued by 
Girard Trust Co., as trustee, and sold at 100.557 and accrued 
dividends from May 1, 1943, in connection with the procure- 
ment of equipment. Previous report is in 254 I. C. C. 338. 

The report said the instant supplemental order was issued 
to enable the applicant to pay in part for certain further equip- 
ment, the order of May 31 having authorized the B. & O. to 
assume obligation and liability in respect of not exceeding 
$3,500,000 of the series M certificates to acquire equipment, 
which, it said, was a portion of the equipment to be acquired 
costing approximately $10,767,245. 

Commissioner Porter said his views concerning the financ- 
ing of equipment purchases through the sale of equipment- 
trust certificates covering the entire cost of the equipment to 
be acquired were set forth in the initial proceeding. Since that 
time, said he, his views had been further fortified by the re- 
sults. In the present offering, he pointed out, bids were solicited 
from 55 bankers, brokers, and insurance companies, and that 
but one bid was received, made by the same firm to whom the 
previous issue was sold. This bid, said he, was 100.057 per cent 
of par and accrued interest, representing an approximate an- 
nual cost of money to the applicant of 2.99 per cent. Only one 
bid had also been received for the initial issue, Commissioner 
Porter pointed out, and continued: 


The foregoing indicates that this type of equipment-trust certifi- 
cates lacks attraction to the investor, as evidenced by the decreased 
price offered. 


In sharp contrast, he said, another carrier had filed an 
application almost simultaneously in respect of certificates bear- 
ing 2% per cent dividends, but in which an initial cash pay- 
ment of 20 per cent of the cost of the equipment was made. 
From 78 banking firms and insurance companies solicited, three 
bids were received, said he, and that the successful bid was 
101.0179, or an effective annual cost of approximately 2.10 per 
cent. In this case, he added, the initial issue was sold at 100.771, 
or an approximate annual cost of 2.15 per cent. In short, said 
he, the issues became more attractive as time went on, whereas 
the reverse was true in the instant case. 

The irony of the present proposal, said Commissioner Por- 
ter, was that it was made by an applicant which in 1938 had 
had to seek the aid of the Commission in obtaining relief from 
its creditors. Despite this, said he, “with current money costs 
not in excess of 244 per cent for equipment-trust certificates, it 
proposes to finance its present equipment requirements at an 
annual cost of nearly three per cent per annum, thereby creat- 
ing an unnecessarily high fixed charges for the ensuing 10 years, 
and added: 


This clearly demonstrates that the issue of equipment-trust certifi- 
cates covering the entire cost of equipment purchased is not compatible 
with the public interest or appropriate for or consistent with the proper 
performance by the carrier of service to the public as a common carrier, 
that it will impair its 2bility to perform that service, and it is not 
reasonably necessary or appropriate for such purpose. 


COMMISSION ORDERS 


MC 69281, Davidson Transfer & Storage Co. Reopened for recon- 


sideration solely to determine whether territory granted applicant in 
report on further hearing, 32 M. C. C. 777, for transportation, as a 
common carrier, over irregular routes, of household goods as defined 
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in Practices of Motor Common Carriers of Household Goods, 17 M. C. C. 
467, should be enlarged to embrace Illinois. Order of March 20, 1942, 
effective May 6, 1942, insofar as it denied applicant right to continue 
apove-described operations, vacated. 

W-152, Christie Scow Corp. applications. Effective date of certifi- 
cate and order of June 24, postponed to November 16. 

No, 28647, D. A. Stickell & Sons, Inc. vs. Alton et al. Order of 
March 18, further modified to become effective November 27, on not 
less than 30 days’ notice, instead of October 28. 

MC 10900, McCullough Transfer Co., common carrier application, 
MC 10900 Sub. 1, Alfred McCullough, extension, roofing materials and 
MC 10899, McCullough Transfer Co., common carrier application. 
MC 10900 Sub. 1, reopened for reconsideration solely to determine 
whether present and future public convenience and necessity require 
operation of applicant as a common carrier to transport steel mill 
products from Beaver Falls, Pa., to same destination territory as it 
has been authorized to transport such commodities from Youngstown, 
O., and points within 15 miles thereof, by findings of division 5 in its 
report of April 21, 1942. 

MC 52716, Alice May Twigg, common carrier application (now) 
MC 68963 Sub. 1, Millard W. Twigg, common carrier application. Re- 
opened for oral argumert. 

MC 92229 Sub. 1, George F. Ross, extension, machinery. Reopened 
for reconsideration. 

MC F-1864, Charlton Bros. Transportation Co., Inc., purchase, John 
I. Rogers. Time within which petition for reconsideration of report 
and order of Commission, division 4, of July 14, may be filed, extended 
to October 25. 

MC 200, Riss & Co., Inc., common carrier application. Order of 
May 18, insofar as it reopened proceeding for rvconsideration, vacated. 
Reopened for further hearing at a time and place to be hereafter fixed 
solely to determine whether applicant is entitled to authority to serve 
St. Louis, Mo., unrestricted, as a common carrier of general commodi- 
ties with certain exceptions, over two routes specified and described in 
appendix B of report of Division 5 on further hearing, 21 M. C. C. 521, 
between Kansas City, Mo., and Chicago, Ill., and between Chicago, IIl., 
and Denison, Tex. 

MC 691 Sub. 2, Comet Motor Express Co., extension, Denver, Craig. 
Reopened for reconsideration. Order of April 7 denying application 
vacated. 

MC 19423, Endres Delivery, Inc., common carrier application. Re- 
opened for further hearing at a time and place to be hereafter fixed, 
and referred back to Division 5 for consideration and disposition. Order 
of May 13, vacated. 

MC 80245, Charles Frederick Shilling, common carrier application. 
Order of June 19, in so far as it reopened this proceeding for further 
hearing, solely for purpose recited in last ordering paragraph therein, 
vacated. Reopened for rehearing de novo. 

W-1, Erie & St. Lawrence Corp., contract carrier application. Effec- 
tive date of certificate and order of June 16 further postponed to 
November 8. 


PETITIONS FOR REHEARINGS, ETC. 


W-693, Bayside Towing Co., common carrier application. Bayside 
Oil Co., Inc., dba Bayside Towing Co., asks that Commission strike 
from record all reference to movement of empty barges contained in 
reply of protestants. 

MC F-1678, Southwestern Greyhound Lines, Inc., merger, Arkansas 
Motor Coaches, Ltd., Inc., MC F-1679, Southwestern Greyhound Lines, 
Inc., issuance of stock and MC F-1680, The Greyhound Corp., issuance 
of stock. Applicants ask for reconsideration or reopening and re- 
hearing. J 

Finance 10028, Chicago, Rock Island and Pacific reorganization. 
Chase National Bank of City of New York, as trustee for convertible 
bonds under Chicago, Rock Island and Pacific indenture dated May 1, 
1930, asks for reconsideration and reversal of rulings excluded from 
evidence exhibits offered by petitioner at hearing on September 1. 

Finance 10028, Chicago, Rock Island and Pacific reorganization. 
St. Louis Union Trust Co., trustee for, and Roland C. Behrens et al., 
as a committee for the protection of holders of, Little Rock & Hot 
Springs Western first mortgage 4 per cent gold bonds, asks for recon- 
sideration of ruling of commissioner excluding from evidence exhibit 
651 for identification. 


MOTOR FINANCE CASES 

MC F-2223, William S. Ellis and Fay O. Ellis—Purchase—Mrs. M. J. 
Wood and T. R. Middieton. Purchase by William S. Ellis and Fay O. 
Ellis, doirg business as Ellis Trucking Company, of Indianapolis, Ind., 
of operating rights and property of Mrs. M. J. Wood and T. R. Middle- 
ton, doing business as Michigan-Indiana Transportation Co., of Flint, 
Mich., approved and authorized, subject to condition. 

MC F-2266, J. Stanley Blunt—Control—Consolidated Motor Freight, 
Ine. Application for authority under section 210a(b) of J. Stanley 
Blunt, of Denver, Colo., for temporary operation of motor-carrier rights 
and properties of Consolidated Motor Freight, Inc., also of Denver, 
granted with conditions. 

MC F-2299, Midnite Express, Inc.—Purchase—Interstate Transporta- 
tion Co. Application for authority under section 210a(b) of Midnite 
Express, Inc., of Fargo, N. Dak., ior temporary operation of a portion 
of the motor-carrier rights and properties of Interstate Transportation 
Co. of Bismarck, N. Dak., granted with condition. 


UNCONTESTED FINANCE CASES 

Supplemental report and order in F. D. No. 14208, Baltimore & 
Ohio Railroad Co. Equipment Trust Certificates, granting authority to 
assume obligation and liability in respect of not exceeding $4,000,000 
of Baltimore & Ohio Railroad equipment trust series M certificates, to 
be issued by the Girard Trust Co., as trustee, and sold at 100.057 and 
accrued dividends from May 1, 1943, in connection with the procure- 
ment of equipment. Approved. Commissioner Porter dissented. 


TRAFFIC WORLD 


Report and order in F. D. 14305, Baltimore & Ohio Railroad Co 
Notes, granting authority to issue not exceeding $5,774,557.53, aggre. 
gate face amount, of promissory notes, in evidence of, but not in Day- 
ment for, the unpaid indebtedness on various equipment contracts 
Approved. j 


Report and order in F. D. No. 14271, Coast Tug & Barge Co. et al. 
Control, authorizing acquisition by R. J. Ultican of control, through 
stock ownership, of the Coast Tug & Barge Co., and the Ocean Trans- 
portation Co. Approved. 


FINANCE APPLICATIONS 


MC F-2312, Samuel Greig of Akron, O., owner of 80 per cent of the 
stock of M. & M. Truck Line, Inc., asks authority to acquire contro] 
of Pittsburgh-Wheeling Truck Service, Inc., Wheeling, W. Va., through 
ownership of stock. 

MC F-2313, Pilot Freight Carriers, Inc., Winston-Salem, N. C., asks 
authority to purchase certain operating rights of Joseph Meltzer Trans. 
fer & Express, Inc., of Baltimore, Md. 

Finance No, 14344, Maine Central Railroad Co. asks authority t 
acquire by purchase the property and franchises of the Portland & 
Ogdensburg Railway, excepting its right to exist as a corporation, sub 
ject to mortgage of such property and franchises securing an issue of 
first mortgage bonds of the principal amount of $2,119,000, which mort- 
gage and the debt secured thereby, the applicant, as part of the con- 
sideration for the conveyance of such property and franchises, wil] 
assulie and agree to pay and discharge when due; subject also to the 
leasehold estate of Portland Terminal Co. as sub-lessee under sub- 
lease from Maine Central Railroad Co., dated Sept. 6, 1911. The appli- 
cation said applicant was owner of $1,184,000 principal amount of said 
bonds, and that it was proposed to purchase the property and fran- 
chises for a cash consideration of $823,600.83, equivalent to $18.75 a 
share on the outstanding capital stock of the Portland & Ogdensburg, 

MC F-2314, Hall Motor Freight Co., of Denver, Colo., ask authority 
to purchase certain operating rights of George R. Henry, dba Burnham 
Truck Line, also of Denver. 


COAL RATES IN ILLINOIS 


Examiner R. N. Trezise and F. B. MacElroy, examiner for 
the Illinois Commerce Commission, resumed hearing at Chi- 
cago, September 23, in reopened No. 28881, bituminous coal 
rates within Illinois, and in I. and S. 5139, coal to Beloit, Wis, 
and northern Illinois, which involve the railroads’ attempt to 
increase intrastate coal rates in Illinois. Railroad witnesses 
introduced testimony in support of the increases which range 
from 5 to 15 cents from southern Illinois, Indiana and westem 
Kentucky to destination points in northern Illinois and Beloit, 
at earlier hearings held at Chicago last March and June (see 
Traffic World, June 26, p. 1526). Examiner Trezise said, Sep- 
tember 23, that he expected that shippers would require until 
the end of next week to complete their cross-examination of 
railroad witnesses and to testify in opposition to the increases. 

The hearing began with lengthy cross-examination, by 
counsel for Illinois railroads and shippers, of Carl W. Dilli, 
assistant to the freight traffic manager, Southern Railway, who 
had testified earlier in opposition to the proposed method of 
increasing the rates involved. It was his interest, he said, to 
preserve existing differentials as between the Princeton-Boon- 
ville, Ind., producing groups and the Linton-Sullivan, IIl., group, 
because his railroad served the Indiana mines. Under existing 
tariffs, the rates on coal moving from the Indiana mines are 
somewhat lower than from southern Illinois mines, though the 
distances, railroad witnesses say, are generally the same from 
both producing areas to the destinations involved. The witness 
said that “distance is only one element in establishing differ- 
entials,” adding that the present differentials should be main- 
tained so that Indiana shippers could remain competitive with 
southern Illinois shippers. He said his company had no objec 
tions to the railroads’ effort to obtain an increase in the rates, 
provided the present differentials were preserved. 


EMBARGO STUDY 


The Commission has made public a study of the law relat- 
ing to embargoes of common carriers subject to the interstate 
commerce act, prepared by Thomas J. Delaney and Tobias 
Naftalin, examiners for the Commission’s Bureau of Motor Car- 
riers, as the result of independent research. The study was 
undertaken at the direction of Chairman Alldredge, but was 
said to embody the personal views of the writers. It has not 
been considered or adopted by the Commission. 

The study covers the subject under five heads: Common 
carrier duty to receive and to transport; right of common cal- 
rier to declare embargo; nature and propriety of embargoes; 
acceptance and movement of freight during embargo; jurisdic- 
tion. As an appendix, the study reproduces Circular CSD-87, 
Third Revision, containing the instructions of the car service 
division of the Association of American Railroads governing the 
placing and handling of embargoes. ; 

The eighty-six page mimeographed study treats the subject 
of embargoes generally, and it was said in the Bureau of Motor 
Carriers that it was entirely independent of the study being 
—_ . motor carrier embargoes (see Traffic World, Aug. 21, 
p. : 
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Proposed Reports 


Interstate Motor Freight Application 


Because applicant could serve most, if not all, of the points 
embraced in its application through interchange arrangements, 
and because there had been no proof submitted that interchange 
service had not been reasonably satisfactory, Examiner Car- 
mine Garofalo has recommended denial of the application in 
MC 35628, Sub. 1, Interstate Motor Freight System Extension— 
Illinois and Other States. The examiner said further that, al- 
though a large number of protestants had failed to attend the 
hearing, and others had withdrawn their protests following 
amendment of the application, this did not relieve the applicant 
from sustaining the burden of proof imposed on it by the inter- 
state commerce act. Nor should operation under the protection 
of an interim application be considered a license to institute 
new operations after the statutory period, he said, pointing out 
that most, if not all, of the service performed or being per- 
formed for shippers who had testified in favor of the application 
had been instituted during relatively short periods prior to the 
hearings. 


The application, said the report paralleled the “grand- 
father” application of Interstate, and asked authority for com- 
mon carriage of general commodities between points in 17 
states and the District of Columbia, service to which had not 
been authorized in the order of April 10, 1942, as modified by 
the order of Feb. 15, 1943. The application, said the report, 
asked authority also to serve 119 towns in addition to the afore- 
mentioned points, located on the routes over which service had 
been authorized. Referring to the instant application, the re- 
port said: ; 


Over an abundance of caution and in order to introduce every bit 
of evidence possibie in support of the application, most of the testimony 
was general in character and at times not in the chronological order 
that it might otherwise have been put in. As explained by one of 
applicant’s counsel ‘‘The application asked for every highway in every 
one of the states . . . even if it were not built until the day before 
yesterday, because we are making a showing of convenience and neces- 
sity, and as long as we have asked for every highway, that includes 
everything, right up to the time of the hearing. . . . The sum total 
of the testimony that we present whether by exhibits, or through the 
mouths of witnesses, will result in an amendment of the application, 
whereby we exclude everything not specifically requested and men- 
tioned at this hearing. 


The report said it was contended by applicant and most of 
{he supporting witnesses that a single through-line service was 
preferable to service by interchange. But, said the report, in- 
terchange service. was quite common and was necessary to per- 
mit a free flow of traffic, and pointed out that several of the 
shippers had found such service satisfactory, particularly where 
applicant was either the originating or delivering carrier. This 
method of operation was oftentimes more economical for the 
carrier and to the public interest as well, it said, adding that a 
coordination of services between carriers was to the public in- 
terest and should be encouraged. Other things being equal, it 
said, it was generally recognized that one line service was supe- 
rior to a service involving interchange, but that that fact stand- 
ing alone, where the record showed no other deficiencies in exist- 
ing service, did not justify a grant of authority for such service. 

The Commission had repeatedly found that existing carriers 
were entitled to transport all the traffic they could handle ade- 
quately and efficiently, said the report, without the competition 
of new motor carrier service. The record was not persuasive 
that existing carriers would not cooperate in furnishing a serv- 
ice meeting the needs of the shipping public, it said, nor that 
their service was deficient or inadequate to meet the needs of 
the shippers served or proposed to be served by the applicant. 


Midwest Motor Rate Restrictions 


“We do not have for consideration in these proceedings any 
proposal to increase all motor carrier rates in the territory. The 
establishment of minimum class rates which will eliminate un- 
Profitable service and more equitably distribute the transporta- 
tion burden will result in a general increase in revenues, how- 
ever, and may obviate any necessity for a further general in- 
crease of all rates in the territory.” 

is statement appears in the proposed report of Examiner 
D. C. Dillon, in I. and S. M-2154, Minimum Rate Restrictions 


Railroad, Water, and Motor Transport 





in I. C. C. Cases 





To, From, Within Southwest, and five embraced cases (see 
Traffic World, Sept. 18). The examiner recommends that pro- 
posed changes in minimum class rates of motor common car- 
riers from, to, and between points in western trunk-line terri- 
tory be found not shown to be just and reasonable; that pro- 
visions proposed for the account of individual carriers which 
restrict the participation of such carriers in joint class rates be 
found unlawful; that provisions proposed for the account of 
individual carriers which eliminate or modify their participation 
in specified commodity rates be found just and reasonable; and 
that proposed cancellation of exception rating on net cotton 
bags be found just and reasonable. He also proposes that the 
suspended schedules be ordered cancelled without prejudice to 
the establishment of rates and charges in conformity with the 
findings, and that the proceeding be discontinued. 


The proceedings, said the report, presented for determina- 
tion not only the need of all carriers in the territory for addi- 
tional revenue to meet rising operating costs, but the advisa- 
bility of authorizing individual carriers to meet such need by 
publication of individual class rate stops in agency tariffs. Of 
first importance, it said, was the need, if any, for minimum class 
rate stops of any character. After discussing the rising costs of 
the carriers, and saying that all carriers in the territory were 
apparently in need of additional revenue, the report said the 
record was not convincing that the general class rate minima 
which were proposed by respondents would produce the addi- 
tional revenue needed by any particular carrier. The proposals 
were intended to yield revenue of 20 cents a truck mile, it said, 
plus five cents for terminal expenses, and that these rates were 
less than compensatory if average cost was accepted as a proper 
measure of the minimum revenue necessary, and continued: 


As pointed out hereinbefore the cost of transporting commodities 
which move at class rates may be either greater or less than the av- 
erage cost of transporting all traffic. Further, in arriving at the aver- 
age truck-mile costs the expense of transporting less-truckload traffic 
was included with that of truckloads. An increase in the minimum 
level of class rates would produce a greater average revenue per truck- 
mile, however, if a substantial volume of freight were to be subject 
to increased rates as a result thereof. The evidence in this record indi- 
cates that a substantial volume of freight moves at class rates lower 
than those proposed as minima herein. 


Representatives of the carriers which participated in the 
hearing, and carriers not represented other than through the 
Western Trunk Line Motor Common Carriers’ Bureau, were of 
the view that the proposal of 20 cents for a truck-mile, plus 5 
cents for terminal expenses, were too low, the report said. A 
poll of carriers by the bureau, it continued, showed that of those 
expressing an opinion, 10 per cent did not approve the proposal; 
45 per cent approved the proposal without comment; and 45 
per cent approved the proposal in principle, but favored a higher 
minimum basis. The higher bases recommended were as high as 
26 cents a truck mile for the road-haul operations and 11 cents 
for 100 pounds for terminal expense, it said, all carriers agree- 
ing that the present terminal expense, both on truckload and 
less-truckload traffic, was greater than 5 cents for 100 pounds. 


The method of publication employed by the bureau in estab- 
lishing minimum class rates for general application was prefer- 
able to the method pursuant to which specific rates were set 
forth in one section of the tariff and various provisions which 
modified the application of such rates in other sections of the 
same tariff, said the report. The provisions which limited the 
participation of specified carriers in the published rates were 
especially objectionable, it said. There might be some justifica- 
tion, it added, for provisions of this character in an agency 
tariff publishing commodity rates, since the commodity rates 
usually reflected conditions peculiar to particular carriers and 
had been initiated by such carriers. However, it said, class rates 
should reflect general traffic conditions in the territory, and as 
a general rule should apply equally over the lines of all car- 
riers. It pointed out that motor carriers in the territory had 
been admonished in 1938 to simplify their tariffs in Mid-West- 
— Motor Freight Tariff Bureau, Inc., vs. Eicholz, 4 M. C. C. 

In view of the expressed desire of the Commission that a 
simplification of tariffs be accomplished wherever possible, the 
items under suspension in these proceedings which were pub- 
lished for the account of individual carriers should not be ap- 
proved unless adequate protection of the revenues of the re- 
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spective carriers could not be accomplished in any other man- 
ner, the report recommended. Furthermore, it said, minimum 
class rates for the benefit of all carriers should be approved 
only on the condition that the numerous items which modified 
the participation of particular carriers in the published rates 
were eliminated. 

The report discusses the restrictions proposed for each of 
the individual carriers involved and, in connection with one such 
provision intended to discourage joint-line traffic, particularly 
the use of more lines than were necessary in routing shipments, 
the report said: 


There is no provision in part II of the act similar to section 15(4) 
of part I which provides that a rail carrier may not be compelled to 
short-haul itself. Apparently the Congress did not deem a similar 
provision with respect to motor carriers necessary, since participation 
by motor carriers of property in joint rates is optional. A motor car- 
rier should not be compelled to short-haul itself, however, as a neces- 
sary adjunct to its participation in joint rates. Such a requirement 
would discourage coordination of moior carrier facilities and destroy 
the efficiency of many carriers. 

The principle embodied in the rule proposed for the account of 
Riss is sound, but the published rule is objectionable in some re- 
spects. ... 


The report said that the method approved for determina- 
tion of minimum class rates should preserve substantially the 
present relationship between jobbing points. In this respect, it 
said, the proposed establishment of a minimum east factor of 
class 37.5 for use in connection with the two-factor through 
rates was superior to the method employed for determination 
of single-factor minimum rates (the proposed minimum return 
of 20 cents a truck mile on a load of 20,000 pounds, plus a ter- 
minal charge of 5 cents for 100 pounds, beginning at 180 miles 
under western trunk line zone I rates). In explanation, the 
report said: 


This is true principally because the basic scale of class rates was 
designed for rail transportation, and the published rates are based 
upon shortest rail distances. The rates are relatively high for the 
shorter distances to conipensate for the vail terminal costs and rela- 
tively low for the longer distances to reflect the diminishing car-mile 
cost as distance increases. The terminal expense of motor carriers usu- 
ally is below that of rail carriers on a similar shipment, but the road- 
haul costs of motor carriers are more constant than those of rail car- 
riers and do not diminish appreciably as distance increases. Minimum 
rates which are a specified percentage of first class for hauls of varying 
lengths will distribute the burden more equitably between the shorter 
and longer distances and result in less disruption of rate relationships 
between points. 


After setting forth in a table the relation of rates con- 
structed pursuant to the respondents’ formula to the present 
equivalent of western trunk line zone I first-class rates, the re- 
port said that from the table it was apparent that the minimum 
rate should be a greater percentage of first class for the longer 
distances than for the shorter distances, and concluded that 
minimum class rates which would return adequate revenue for 
efficient motor carrier operation were as follows: 


Where the first-class rate is $1.00 or less, the minimum class rate 
shculd be class 27.5. 

Where the first-ciass rate is in excess of $1.00, but not more than 
$1.50, the minimum class rate should be class 32.5. 

Where the first-class rate is in excess of $1.50, but not more than 
$2.00, the minimum class rate should be class 37.5. 

Where the first-class rate is in excess of $2.00, the minimum class 
rate should be class 45. ; 

It is conceded that minimum class rates constructed in this manner 
will not yield for the actual highway distances the truck-mile revenue 
shown opposite the first-class rates in the above table. It is believed, 
however, that the differences between nighway distances and rail dis- 
tances between the same points will inure to the advantage of the 
motor carriers. The highway distances are greater than the rail dis- 
tances between very few points. Where the distances are approximately 
the same, the situation wovld give rise to numerous commodity rates if 
relatively high class rates are maintained. ... 


There followed in the report a table showing the applica- 
tion of the minimum rates as determined in the report between 
representative points in the territory. 

As to the suspended items intended to cancel the partici- 
pation of specified carriers in certain commodity rates, the 
report said that those carriers were apparently transporting a 
very small volume of traffic under such rates. Such cancella- 
tion was actuated by the fear that they might be tendered ship- 
ments at rates which they considered noncompensatory, rather 
than a desire to increase the revenue on traffic now handled, it 
said. These carriers did not initiate the commodity rates, it 
said, and that no user.of such rates had opposed their non- 
participation therein. Under the circumstances no good reason 
appeared for the continuance of those carriers in the respective 
commodity rates, the report said, and that the proposed items 
cancelling their participation therein were justified. This action, 
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it added, would not produce additional revenue but would simply 
prevent a possible further depletion of present revenues. 

In connection with this cancellation of participation in cer. 
tain commodity rates, the examiner's specific proposed finding 
was as follows: 


The examiner finds that the suspended schedules (1) which cance} 
or modify participation by Adams, Riss, Healzer, Yellow Transit, ang 
Wheelock Brothers in specified commodities rate; (2) which establish 
a uniform minimum weight for application in connection with two- 
factor through interterritorial rates; (3) which establish class 37.5 
as the minimum class rate for application as the east-factor in two. 
factor interterritorial rates; and (4) which cancel the exception rating 
on net cotton bags, are just and reasonable. 


The last-mentioned item, cancelling the exception rating on 
net cotton bags, proposed to cancel an exception rating of third 
class or class 70 on net cotton bags, N. O. I., in machine-presseq 
bales, now in effect between points in Kansas and between 
poirits in Kansas, on the one hand, and Kansas City and St, 
Joseph, Mo., and certain points taking Kansas City or $&¢t. 
Joseph rates, on the other, said the report. Respondents had no 
knowledge of an actual movement of any bags under the rates, 
it said, and that if there was a movement under the present 
basis, a cancellation of the present rating undoubtedly would 
result in a substantial increase in the freight charges on such 
shipments. There was no apparent reason, however, it said, for 
the maintenance of any kind of net cotton bags of ratings less 
than the classification basis, and that the suspended item should 
be approved. 

The report said that all of the schedules under suspension 
had been suspended on protest of the United States Price Ad- 
ministrator. The administrator, the Director of Economic Sta- 
bilization, the Secretary of War, and the Public Utilities Com- 
mission of South Dakota had appeared as protestants in the 
proceedings, it said. 

Cases joined with the title proceeding were: I. and S. M- 
2158, Class Rate Minima in Central & Western States; I. and 
S. M-2168, Ratings, Rates, Exceptions—To and From Kansas 
or Missouri Points; I. and S. M-2182, Class Rates & Restric- 
tions—To or From Western States; I. and S. M-2188, Dairy 
Products—Rates & Restrictions—in Western States; and I. and 
S. M-2218, Rate Restrictions in Midwest. 


Proposed Reports 
Fuel Oil 


No. 28936, O. C. Field Gasoline Corporation vs. Nevada 
Northern Railway Co., et al. By Examiner John Davey. Rates 
charged on fuel oil, in tank-car loads, from Pacer, Calif., to 
McGill, Nev., shipped between Jan. 22, 1941, and Feb. 10, 1941, 
unduly prejudicial prior to Feb. 20, 1941, but not otherwise 
unlawful, and reparation awarded. The report said that the 
rate from the Bakersfield group was reduced to 52 cents effec- 
tive Feb. 20, 1941, to meet pipe line competition. Complainant, 
it said, was charged and paid a rate of 67 cents. Neither the 
distance traversed from either origin, nor any other transpor- 
tation condition, justified such a disparity in rates, it said, and 
that complainant was forced to bear 15 cents of the freight 
rate from Pacer to McGill on the considered shipments because 
of the preference, in that amount, of competitive traffic from 
the Bakersfield group. 


Beans and Peas 


I. and S. M-1800, Dried Beans and Peas Between Points in 
Colorado and Oklahoma, embracing MC C-320, Dried Beans 
and Peas from Points in Colorado to Points in Oklahoma. By 
Examiner C. W. Bennett. In I. and S. M-1800, proposed rates 
on dried beans and peas, minimum 30,000 pounds, between 
points in Colorado and Oklahoma unjust and unreasonable. 
Schedules proposed to be ordered cancelled without prejudice 
to the filing of new schedules in conformity with the views ex- 
pressed, and proceeding discontinued. In MC C-320, rates on 
dried beans and peas, minimum 30,000 pounds, from several of 
the same points in Colorado to a number of the same destina- 
tions in Oklahoma, unjust and unreasonable. Reasonable mini- 
mum rates proposed. Schedules filed by John William Law, 
doing business as Law Motor Lines, to become effective Sept. 
6, 1941, proposed to establish reduced commodity rates on beans 
and peas as aforementioned, were suspended on protest of rail 
carriers serving the territory. Later, the order of suspension 
was vacated effective Dec. 15, 1941, in so far as it suspended 
operation of the schedules, but the proceeding of investigation 
was continued. The report proposed that, in I. and S. M-1800, 
the finding be without prejudice to the filing of new schedules 
providing rates to the Oklahoma destinations two cents higher 
from column A origins and six cents higher from column B 
origins than the rates found unlawful. In MC C-320, the report 
proposed that the rates under investigation were, and for the 
future would be, unjust and unreasonable to the extent that 
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(a) the rates from Colorado Springs, Colo., were lower than 
those approved in the report from column A territory, as de- 
scribed, and (b) the rates from Denver and Greeley, Colo., 
were lower than those approved in the report from column B 
territory, as described. 


Automobiles, Etc. 


No. 28915, E. D. Addy, dba Addy Motor Co., et al. vs. 
Michigan Central, et al. By Examiner Harold M. Brown. Dis- 
missal proposed. Rates assailed on automobiles, parts, and ac- 
cessories, in carloads, shipped at various dates since May 27, 
1938, from origins in central territory to destinations in Mon- 
tana, applicable. 


Brick 


No. 28946, Roanoke-Webster Brick Co., Inc., et al. vs. Ala- 
bama Great Southern, et al. By Examiner Burton Fuller. Dis- 
missal proposed. Tariff description of common brick in connec- 
tion with interstate rates between points in Virginia and the 
southeast not shown to be vague or ambiguous nor to result in 
charges on complainants’ interstate shipments in violation of 
sections 1 and 6 of the interstate commerce act. The report 
said the proceeding was heard jointly with the State Corpora- 
tion Commission of Virginia and that it was the tentative view 
of the latter that the assailed tariff description was vague and 
ambiguous and unlawful and that a new tariff description 
should be prescribed for future application. 


Moior Proposed Reports 


(Recommended orders in proposed motor revorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Pennsylvania (Oaks)—-MC 104358, Sub. 3, Frank H. Jarrett, 
contract carrier. Permit proposed. Varnish in drums, from 
Bound Brook, N. J., to Oaks, Pa., over a specified route, and 
empty varnish drums on return movement. 

Washington (Walla Walla)—-MC 70441, Sub. 8, Sunrise 
Trail, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Dusty and Dodge, Wash., over 
U. S. highway 295, serving the intermediate point of Central 
Ferry, Wash. 

Pennsylvania (Boyertown)—MC 21866, Sub. 12, Winfield 
Alfred West, extension. Certificate proposed. Fruit juices, from 
Fleetwood, Pa., to points in N. Y., Md., and D. C., and empty 
—— containers in reverse movement, all over irregular 
routes. 

Texas (Blossom)—-MC 6489, Sub. 4, Frank Carter, exten- 
sion. Denial of certificate proposed, with recommendation that 
the Commission, on its own motion, consider application as one 
for temporary authority. Fertilizer, between Texarkana, Ark., 
on the one hand, and points in Okla., and Tex. within 200 miles 
of Blossom, on the other, over irregular routes. 


North Carolina (Mount Airy)—MC 5712, Sub. 5, Lillie Mar- 
garet Bondurant, extension. Certificate proposed. Rayon yarn, 
rayon fiber, and synthetic fiber from Meadville, Pa., to points 
in N. C., within 90 miles of Salisbury, N. C., and empty trays, 
cones, cases, and boxes used in packing and shipping such com- 
modities in the reverse direction. 


IWNinois (Chicago)—-MC 12276, American Van Lines, Inc., 
broker application. License proposed as to operation by appli- 
cant at Chicago as a broker of transportation of household 
goods between points and places in the Chicago, Ill., commer- 
cial zone and points and places within 30 miles of that zone, 
on the one hand, and points in the United States, on the other. 

Pennsylvania (Pittsburgh)—-MC 44070, Nick Bursick, con- 
tract carrier. Permit proposed. Such merchandise as is dealt in 
by wholesale, retail, and chain grocery and food business 
houses, and in connection therewith, equipment, materials, and 
supplies used in the conduct of such business, between points 
in O., Pa., and W. Va. 

Pennsylvania (York)—-MC 34518, John H. Peters, common 
carrier. On further hearing, finding in prior report, 34 M. C. C. 
811, affirmed, and certificate proposed as to continuance of 
operations as a common carrier of general commodities, with 
exceptions, from and to specified points in Pa., N. Y., and N. J. 
Original report made in 26 M. C. C. 809. 

__ Arkansas (Mena)—MC 10442, Gene Sanders, common car- 
rier, _ Certificate proposed. Poultry and eggs, from Mena, Ark., 
to points in La. and Mo.; lumber, from Wickes, Ark., to points 
= Okla., Kans., and Mo.; empty poultry coops and egg cases, 
Tom points in La. and Mo., to Mena; and grain and poultry 
feed, from Shawnee, Okla., Memphis, Tenn., and Kansas City, 
Mo., to Mena, over irregular routes. 
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Alabama (Mobile)—-MC 50655, Sub. 14, Gulf Transport Co., 
extension. Corrected. Certificate proposed. Passengers and 
their baggage, express, newspapers and mail in the same vehicle 
with passengers, between the junction of Jefferson’ Barracks 
Bridge Road and Ill. highway 3 north of Columbia, Ill., and 
St. Louis, Mo., over a specified route, and return, serving all 
intermediate points. 

Nebraska (Lincoln)—-MC 47417, Sub. 1, Guy E. Mills, 
extension. Certificate proposed. Motion picture films, adver- 
tising matter and accessories, and newspapers, over described 
regular routes, between Red Cloud and Hastings, Neb., and 
between York and Lincoln, Neb., with service authorized to 
Ohiowa, Chester, and Milligan, Neb., as off-route points on the 
presently authorized regular route between Omaha, Neb., and 
Red Cloud, Neb. 

New Jersey (Wildwood)—MC 1647, Sub. 3, William Wash- 
burn Willets, extension. Denial of certificate proposed. House- 
hold goods, between points in Cape May county, N. J., on the 
one hand, and, on the other, points in Me., N. H., and Vt., 
over irregular routes. 


Consolidators’ Assembling Rates 


The National Industrial Traffic League, implying that 
freight forwarders were seeking to delay the establishment of 
assembly rates of the character described in section 408, has 
filed a brief supporting the respondent in I. and S. M-2180, 
Definition of Freight Consolidators, and MC C-362, Freight 
Forwarders Institute vs. Transamerican Freight Lines, Inc. In 
a sense, said the League, this seemed to be a test case, “in an 
apparent effort of organized freight forwarders to limit the 
benefit of assembling rates to forwarders subject to part IV.” 
The proceedings involve the definition of the term “freight cun- 
solidator’” as embodied in a Transamerican tariff (see Traffic 
World, Sept. 18, p. 648). 


Middle Atlantic States Motor Carrier Conference, Inc., in 
a brief in the same proceedings, maintains that the assembling 
rates were intended to be for the benefit of the forwarders 
alone. 


“While granting to common carriers the right to discrim- 
inate against the general shipping public in form of freight 
forwarders ‘and others’,” said the Conference, “Congress did 
not provide that such assembling and distribution rates should 
not discriminate as between freight forwarders ‘and others’.” 

The League, after asking if the forwarders were seeking 
delay, set forth a statement which, it said, was made by its 
counsel on the second day of the hearing before Examiner 
Haden, as follows: 


The National Industrial Traffic League, representing the shippers 
that it does represent, has not been able to discover any effort on the 
part of.the freight forwarders to secure the establishment of assembly 
rates of the character described in Section 408, and have had the infer- 
ence conveyed to us that when November comes around the freight 
forwarders will purpose saying, we have not been able to work this 
thing out and we must have an extension of the act. I want to put 
them on notice that we are intending to argue at the conclusion of this 
case that the freight forwarders and the Central States motor carriers 
are here, instead of cooperating toward the establishment of assembly 
rates of the character contemplated by Section 408 are, in effect defeat- 
ing—any such effort and producing such a crisis as I will predict they 
will discover in November, and if they are making any effort to comply 
with Section 408 and establish assembly rates, we urge that they shall 
bring that fact to your atteniton at this time. 


Referring to the testimony of Vice-President J. H. Mc- 
Entee of Acme Fast Freight, Inc., concerning the efforts of the 
forwarders to establish assembling and distribution rates and 
their failure to make satisfactory progress, the League said 
that the very beginning of Mr. McEntee’s testimony .n the 
point seemed to reveal “the old familiar pattern of a group of 
operators enlarging its efforts by seeking to obtain so, complete 
and comprehensive a nation-wide system of distribution rates 
(and this system doubtless on a very low basis) that the very 
magnitude of the task makes it impossible of accomplishment 
so that the result to be expected is that joint rates may have 
to be continued on the theory that the adjustment period has 
been too short.” 

The League said that while it was true that the proceed- 
ings did not seem to involve the question whether the adjust- 
ment time or 18 months of grace provided in section 409 (dur- 
ing which joint rates heretofore established between forwarders 
and carriers were legal) should be extended, the record afforded 
no support for such extension. The Commission was usually 
consulted by the committees of Congress, it said, and that when 
the Freight Forwarders Institute or a committee of freignt tor- 
warders applied for an extension of the adjustment pcriod. 
“there should be no reference to or acceptance of the develop- 
ments in the present proceedings as lending support for a recom- 
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mendation by the Commission to Congress that such period 
shall be extended.” 

Replying to the contention of the freight forwarders that 
section 408 must be construed in the light of section 402a(5), 
and of section 402(c), the League said that any contention that 
“Section 402 nullifies that part of 408 which applies to persons 
other than freight forwarders does violence to the act as a 
whole and is construing 402(c) as amounting to a ‘joker’ pro- 
vision.” The League said it insisted on this because it was so 
perfectly clear from the reports of Congress and from the rec- 
ommendations of the Commission and’ the testimony of the 
Commissioners, that it was desirable for assembling or distribu- 
tion rates not to be restricted to licensed forwarders but to be 
open to all others, consolidating freight in like circmstances. 
The ‘joker’ construction of section 402(c), said the League, 
would completely nullify the provisions of 408. If, it said, sec- 
tion 408 was to be considered as restricted for the benefit of 
regulated forwarders, there were no “others” whose freight 
might move under assembling rates, and that Congress had 
made an empty gesture. 

In asking that prompt report and order be made, the 
League said that if the decision in these proceedings was de- 
layed beyond the month of September, as might be reasonably 
anticipated, the Commission would doubtless know whether or 
not the freight forwarders were before Congress in an effort to 
perpetuate their joint rates and if so might properly consider 
whether there was really in this record any basis of revealed 
facts which might warrant the Commission approving such 
effort. The League asked the Commission to find that joint 
rates between forwarders and carriers subject to the act are 
not proper; that assembling and distribution rates published 
by the carriers in connection with concentrated or consolidated 
movements should not be limited for the benefit of licensed 
forwarders; and that it should clearly appear on the face of 
any schedule naming assembling and distribution rates that they 
were open to all who were consolidating freight for movements 
in carloads or truckloads, under like circumstances of trans- 
portation. 

The position of the Middle Atlantic States Motor Confer- 
ence, Inc., was that Congress had made it merely permissive 
to establish assembling and distribution rates. Was it the intent 
of Congress to require that, if the rates were published at all, 
they must be made available not only to freight forwarders 
but as well to “others who employ or utilize the instrumentalities 
or serivces of such common carriers under like conditions?” 
asked the Conference. The Conference said that if motor car- 
riers elected, for reasons of their own. they might lawfully con- 
fine the availability of their assembling and distribution rates 
to the traffic of freight forwarders alone and forbid their avail- 
ability to others. The word “and” in section 408 preceding the 
phrase beginning with “others” was not properly to be con- 
strued otherwise, it said. It was in itself an empty word having 
no inherent meaning and deriving its meaning and force only 
from what came before and after. said the Conference. - 

Section 407 amounted to nothing more than that it left 
“special” rates from one terminal to another when they then 
were under parts I and II, it said, and that, with respect to 
assembling and distribution rates, the anti-discrimination 
clauses of “those sections 2 and 216(d) were made inappli- 
cable.” As between freight forwarders and others, said the 
Conference, there was nothing mandatorily coupling them to- 
gether. Had it been the true Congressional intent to condition 
availability of such rates to forwarders on their concurrent 
availability to others, it said, it must be supposed that a more 
peremptory choice of language would have been emploved. add- 
ing that, when granting the favor or concession of legalizing 
discriminatory assembling and distribution rates Congress did 
not say that their legality at all would be further qualified by 
the essentiality of equal availability both to freight forwarders 
and others. 

There had been resistance by motor carriers, freight for- 
warders and others to the idea that the inclusion of other ship- 
pers along with freight forwarders should be even permissive 
in the intended legislation, said the Conference. It was feared 
then as well as now, it said, that through that loophole rate 
disintegration might come to be encouraged. Had the language 
as recommended by the House Committee been deemed capable 
of such construction as to make imperative the inclusion of 
other shippers along with freight forwarders. the issue would 
have been even more sharply drawn and the legislative history 
more precise, said the Conference. 


GRAIN PROPORTIONALS TO LA. 


Respondents in I. and S. 5180, Grain Proportionals to 
Louisiana, embracing fourth section application No. 20135, Pro- 
portional Grain Rates to Louisiana, have filed exceptions to 
Examiner L. J. P. Fichthorn’s proposed report recommending 
that the Commission find not just and reasonable schedules 
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proposing to amend the intermediate rule, which would affect 
proportional rates on grain from Chicago, Ill, Minneapolis, 
Minn., and points taking the same rates, to New Orleans, La,, 
and points taking the same rates. The schedules were filed to 
become effective Jan. 16 and suspended until Aug. 16 on the 
Commission’s own motion (see Traffic World, Aug. 14, p. 358), 

The respondents said that all the carriers proposed to do 
was to give effect to the rates as prescribed by the Commission 
and to obtain restoration of fourth section relief, which had 
previously been granted them under Fourth Section Order No, 
11829. If the decision by the Commission in the Grain Case 
was sound, said they, there was ample evidence of record justi- 
fying the granting of relief to maintain higher rates at inter. 
mediate points in groups 1, 2, and 3 than to group 4, because 
all the respondents were seeking to do was to give effect to 
the adjustment as prescribed by the Commission. In order to 
do that, they said, it was necessary for them to restrict rule 
27 so that the prescribed rate, Chicago to New Orleans, would 
not apply at intermediate points on routes operated through 
groups 1, 2 and 3 in Louisiana and Texas. 


Forwarder Tariff Protest 


The Central States Motor Freight Bureau, Chicago, mailed 
to the Commission September 23 a petition for rejection or 
suspension of a series of tariffs filed to become effective Octo- 
ber 5 by a group of freight forwarders operating in Central 
Territory. The tariffs, according to the protest, seek to estab- 
lish forwarder rates lower than those in effect via common 
motor carrier in the territory, and their acceptance would 
“break down the entire motor carrier rate structure in the 
territory by a least 6 percent.” In view of the fact that 340 
of the motor common carriers in the territory reported a 
combined operating ratio of 97 in the first quarter of 1943, 
the industry could not survive under such a rate reduction, 
it says. Tariffs involved are: 


Acme Fast Freight, Inc., Sup 20 to I. C. C. F. F. 30; National 
Carloading Corporation, Sup. 3 to I. C. C. F. F. 16; Universal Carload- 
ing and Distributing Company, Inc., Sup 1 to L. C. C. F. F. 334, and 
‘“‘any similar tariffs that may have been filed by freight forwarders.” 


The tariffs do not name specific rates, but set up groups 
and scales from which the rates are to be calculated by refer- 
ence to other tariffs. This, the protest says, is in violation of 
section 405(b) of Part IV of the act, “which provides that a 
tariff shall state the rates in lawful money of the United 
States.” It raises no objection to that, it continues, but it 
points out that, because of that fact, the Commission has 
authority to reject the tariffs. 

The bureau’s request for suspension is based on the al- 
leged reductions in rates that would result were the tariffs 
to go in effect. It cites a great number of cases in Central 
Territory where the effect would be to reduce rates between 
forwarder off-line points from 106 per cent to 100 per cent of 
the rail rates. Similar reductions would be brought about, in 
many cases, in the rates between on-line points and those be- 
tween on-line and off-line points. These reductions would 
result from the tariffs although the special permissions under 
which they were filed were granted by the Commission on 
the representations of the filing forwarders that they did 
not propose to reduce rates in Central Territory, the protest 
contends. 

Reduction of the forwarder rates to the rail level would 
result in reductions below the truck common carrier rate level, 
it continues. This would “add insult to injury,” it continues, 
because, under such a “ludicrous rate situation” the forwarders 
would capture much motor common carrier traffic. Then, it 
says, “the forwarders would:tender this traffic to the same 
motor common carrier and expect him to take a lesser division 
of the through revenue, based on the lower rate.” 


Forwarder Rate Proposals 


A number of petitions have been filed with the Commis- 
sion by shippers, freight forwarders and motor carriers asking 
for rejection or suspension of schedules of certain freight 
forwarders proposed to become effective Sept. 29 and 30. 

The National Industrial Traffic League, the Detroit B 
of Commerce, and the Indiana State Chamber of Commerce 
have asked for rejection or suspension of Acme Fast Freight. 
Inc. tariff 231-B, I. C. C. FF No. 30, National Carloading 
Corporation tariff No. 1-B, I. C. C. FF No. 16, and Universal 
Carloading & Distributing Co., Inc. tariffs 273-C, I. C. © 
FF No. 33 and No. 273-D, I. C. C. FF No. 34, all filed t0 
become effective Sept. 30, and all supplements thereto. These 


petitioners allege, among other things, that the schedules are 
unlawful, in violation of section 405(a) and (b) in that the 
schedules do not staté rates or charges to be imposed or appli 
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in dollars and cents and do not name the particular rates 
between particular points. A previous request for suspension 
was recently made by the Detroit Board of Commerce, directed 
at prior tariffs voluntarily postponed by the same forwarders 
(see Traffic World, Aug. 7, p. 295 and Aug. 14, p. 355). 

The Middlewest Motor Freight Bureau, the Southwestern 
Motor Freight Bureau, Inc., Acme Fast Freight, Inc., Inter- 
national Forwarding Co., Inc., Lone Star Package Car Co., 
Inc., Universal Carloading & Distributing Co., Inc., National 
Carloading Corporation and the Eastern-Central Motor Car- 
riers Association have asked for suspension of provisions of 
exception tariff No. 1, I. C. C. FF No. 11, and blanket supple- 
ment No. 1, issued by E. L. Dimick, agent, on behalf of Gulf 
Carloading Co., Inc., and affiliated companies, effective Sept. 29, 
on the ground that the schedules provide for “drastic” reduc- 
tions in rates resulting in “unfair and destructive” competitive 
practices. 


The Detroit Board of Commerce said that section 405(b) 
of part IV of the act specifically stated that freight forwarder 
tariffs must contain rates in dollars and cents and that it was 
of the opinion that the tariffs in question did not fulfill this 
requirement as no rate was given in any of the tariffs. Refer- 
ence was made to the applicable truck and rail rates but, it said, 
no specific tariffs were listed. The forwarders voluntarily post- 
poned similar tariffs from Aug. 12 to Sept. 30 in order to study 
the schedules and make whatever correction they thought 
necessary, said the Detroit board, adding that “since the new 
issues are published in identical manner, it is assumed that 
the forwarders do not intend to publish rates in dollars and 
cents.” In view of that, said the Detroit board, it was im- 
perative that the Commission decide once and for all whether 
or not freight forwarders must file tariffs naming rates in 
dollars and cents. The general effect of the new tariffs, it said, 
was to cancel the existing rates, and minimum restrictions, and 
to supplement for them increased rates and restrictions with- 
out any justification whatsoever. It pointed to the “amount” 
of work necessary in checking the “alleged’’ rates and said 
it was its contention that “this complicated method of pub- 
lishing rates will unduly penalize shippers.” Other allegations 
made by the Detroit board were similar to those advanced in its 
previous petition. The objections of the League and the Indiana 
body were along similar lines. 


“All three sections” of the Dimick tariff, said the peti- 
tioners, carried alternating clauses providing that the lowest 
rate under any of the three sections ‘shall be the applicable 
rate.” The petitioners said, among other things, that section 2 
established reduced rates by classification ratings lower than 
the existing rates of rail carriers and freight forwarders con- 
ducting transportation into Texas, from named origins of New 
York and St. Louis to named destinations of Fort Worth, Dallas, 
Houston and San Antonio. Such reductions, they added, “are 
even greater in the case of the rates of your motor carrier 
petitioners, whose class rates between such points have re- 
mained at the level in effect by rail carriers and freight for- 
warders, prior to the effective date of your Commission’s order 
in Ex Parte 148, May 15, 1943.” The petitioners said it was 
contended that the establishment of the tariff provisions was 
necessary because of “similar” competitive rates of Morgain 
Forwarding Co., Texas Freight Co., and Central Package Car 
Co., all freight forwarders, who had included the same in their 
initially filed tariffs, “immune from suspension proceedings by 
provisions of part IV,” and added: 


Your petitioners respectfully represent that it is eminently in- 
equitable to establish a level of rates, in themselves unjust and unrea- 
sonable, non-compensatory and unjustly discriminatory, based solely 
on the existence of similarly inequitable rates, contained in original 
filings of smaller competitors, transporting only a small fraction of 
Texas inbound freight, and to make such depressed rates a standard 
for rates into southwestern territory for all other carriers. Gulf is 
not in the same category as these smaller forwarders who established 
such rates by originally filed tariffs, immune from suspension by statu- 
tory limitation. The establishment of such rates by Gulf, who is one 
of the established and recognized forwarders, will inevitably require 
your petitioners, both forwarders and motor carriers, to establish sim- 
ilar rates. Such establishment of rates by your petitioners may in- 
fluence similar establishment of depressed rates by rail and other mo- 


tor common carriers, to the destruction of revenues for all forms of 
transportation. 


WATER RIGHTS QUESTION 


Inland Navigation Co., protestant in W-507, Tidewater 
Transportation Co. Common Carrier Application, has filed ex- 
ceptions to the findings and report of division 4 of the Com- 
mission, and a petition for hearing. Inland Navigation argues 
that since no hearing was had in the proceeding, it was im- 
Possible for the company to know the basis for the findings 
made and conclusions reached by the division. 

“We assume, however, that unless some independent in- 
vestigation was had,” says Inland, “the only evidence before 








715 


division 4 must have been the self-serving statements of the 
applicant contained in its application. It is the contention of 
your petitioner that an application for a certificate filed with 
the Commission has no intrinsic evidentiary value any more 
than a complaint could be considered as evidence in a lawsuit. 
We therefore contend that until a hearing is had in this pro- 
ceeding, there is no record before the Commission upon which 
any findings or conclusions could be based.” 

After discussing the authority granted for transportation 
from Portland, Ore., on the Willamette River, to Ainsworth, 
Wash., and statements contained in the report as to services 
of the applicant, Inland said that the applicant had no boat 
of proper power or design capable of operating in the Columbia 
River to Kennewich and Pasco, Wash., or to any point above 
Attalia, Wash., except in the extreme high water period, and 
was presently incapable of performing the service for which 
authority had been granted. Inland said it was prepared to 
offer testimony in support of its contentions at any hearing 
that might be granted. It said also that, although it was ad- 
vised that it would receive notice of hearing in the proceeding, 
the next information it had concerning the matter was when 
it received the report and order of the Commission granting 


the applicant, in a large measure, the operating authority 
sought. 


Motor Rate Increase in East 


Attacking the general increase of 4 per cent in truck rates 
and charges within trunk-line territory and between trunk-line 
and New England territories approved by the Commission, 
division 2, in its report in I. and S. M-2222, Increased Common 
Carrier Truck Rates in East, the Secretary of War, the Secre- 
tary of the Navy, the Director of Economic Stabilization, the 
War Food Administrator, and the Price Administrator have 
filed a joint petition in that proceeding for reargument and 
reconsideration by the entire Commission (see Traffic World, 
Aug. 14, p. 349). 

In “purporting” to allow respondents a rate increase that 
would produce an average operating ratio of 93 per cent, said 
the petitioners, divisions 2 would be permitting such carriers 
to “enjoy a prosperity far exceeding any which they have 
experienced during the period for which financial data are 
available.” In effect, the petitioners declared, division 2 was 
inviting the respondent carriers to take advantage of war con- 
ditions to better their financial positions substantially at the 
expense of the shipping public and the United States Govern- 
ment. Obviously, they added, if other segments of American. 
industry were permitted similarly to improve their financial 
positions “during this period of emergency,” effective economic 
stabilization would be an impossibility. 

The petitioners said increased revenues substantially in 
excess of 4 per cent would be realized as a result of the order 
of division 2. Reference was made to that portion of the order 
which provided for the cancellation of “breakdown” rates, and 
to those portions that provided that in establishing rates and 
charges, other than minimum charges a shipment, in conform- 
ity with the findings, fractions might be resolved to the nearest 
cent, and that in applying the authorized increase to minimum 
charge shipments, charges might be increased to the next 
highest multiple of five cents. The petitioners said that al- 
though it was, of course, impossible to determine accurately 
the amounts of additional revenue that would result from those 
provisions of the order, it appeared reasonable to estimate that 
they would serve to increase the flat 4 per cent figure to some- 
where in the neighborhood of 5 per cent. They averred that 
the report and order were inconsistent and at variance with 
the rule of rate making set forth in section 216(i) of the inter- 
state commerce act. 

The 4 per cent increase approved would be superimposed 
on the 6 per cent differential between rail and motor rates 
enjoyed by motor carriers since May 15, 1943, as the result of 
the decision in Ex Parte 148, said the petition, adding that in 
the considered views of the secretaries of War and Navy any 
“unnecessary expansion of the existing spread between rail and 
motor rates will result in diversion of substantial tonnages 
from motor to rail carriers at'a time when the full use of all 
transportation facilities is necessary to the successful prose- 
cution of the war.” 

Among other things, the petition said the report of division 
2 erred in failing to find that general increases in respondents’ 
present rates would prejudice the program of economic stabili- 
zation, and in failing to find that unprocessed agricultural 
products should be exempted from any general increase granted 
to the carriers. 


HUDSON & MANHATTAN FARES 
Following the filing of a suit by the City of New Jersey, 
the Commission has reopened I. and S. No. 4394, Passenger 
Fares of Hudson & Manhattan Railroad Co., for further hear- 
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ing at its offices in Washington, D. C., on Sept. 28, before Ex- 
aminer Koch, to permit any party to the proceeding to present 
evidence directed solely to the propriety and lawfulness of the 
modifications made by the report of Aug. 3, 1943, on further 
consideration of prior findings and order of July 11, 1938, and 
June 8, 1943. On reconsideration, the Commission modified its 
findings in its prior report that a proposed local passenger fare 
of 10 cents for use on the downtown line of the H. & M. had 
not been justified, but that a fare of 9 cents had been justified, 
by authorizing an alternative-fare basis of 11 tokens for one 
dollar, or a cash fare of one dime, as requested by the H. & M., 
for application in the remaining period of the war and six 
months thereafter. 

The City of New Jersey filed suit in the district court for 
the district of New Jersey against the United States, the Com- 
mission and the Hudson & Manhattan, asking that the Commis- 
sion’s order, insofar as it permitted the establishment of any 
local interstate fare in excess of nine cents for transportation 
on the downtown line, be declared null and void, and that, 
pending final hearing, a temporary injunction be issued. 

The Commission’s order reopening the proceeding provided 
that any party to it should have the right to cross examine 
adverse witnesses, and, on the conclusion of the hearing, any 
party so desiring might make oral argument before the ex- 
aminer. However, the order provided that no further briefs 
should be submitted, that no proposed report should be issued, 
and that there should be no further argument before the Com- 
mission. 


Motor Practices Inquiry 


The Commission has instituted an investigation into and 
concerning the operations and practices of St. Elmo Murdock 
and Marvin Mason, a co-partnership, doing business as Ernest 
Murdock & Sons, Jesse Holt, and Marshall E. Woodard, and 
others, in the transportation of property by motor vehicle in 
interstate and foreign commerce, on public highways, for the 
purpose of determining whether such carriers and the Agricul- 
tural Transportation Association of Illinois, and others, have 
failed and are failing to comply with applicable provisions of 
part II of the interstate commerce act. 

The order of investigation was entered in MC C-379, Prac- 
tices and Arrangements of Agricultural Transportation Asso- 
ciation of Illinois, St. Elmo Murdock and Marvin Mason, dba 
Ernest Murdock & Sons, Jesse Holt, and Marshall E. Woodard, 
Respecting Transportation for Certain Shippers. 

By virtue of existing practices and arrangements with Agri- 
cultural Transportation Association of Illinois, the order said it 
appeared that the co-partnership, Holt, Woodard and other 
common carriers by motor vehicle had engaged and were en- 
gaging in the transportation of property in interstate and for- 
eign commerce by motor vehicle, for compensation, without 
appropriate certificates or other authority for such operations 
and transportation issued by the Commission; without the pub- 
lication and filing with the Commission of rates and charges 
for such transportation; without the filing with the Commission 
of appropriate evidence of security for the protection of the 
public; and without otherwise complying with the provisions 
of Part II of the act and rules and regulations of the Commis- 
sion made pursuant thereto. _ 

The investigation is to include a full inquiry into the fol- 
lowing matters: 


1. Whether or not such parties, or any of them, have engaged, or 
are engaging, in the transportation of property in interstate or foreign 
commerce by motor vehicle on public highways in violation of any pro- 
visions of part II of the interstate commerce act, particularly of Sec- 
tions 204, 206(a), 209(a), 215, 217(a) and (d), and 218, and the rules 
and regulations proniulgated by the Interstate Commerce Commission 
thereunder. 

2. The practices and arrangements between Agricultural Transpor- 
tation Association of Illinois, on the one hand, and St. Elmo Murdock 
and Marvin Mason, a copartnership doing business as Ernest Murdock 
and Sons, Jesse Holt, Marshall E. Woodard, and other persons, on the 
other hand, whereby lease agreements are entered into between said 
parties respecting motor vehicles used in the transportation of property 
for compensation in interstale or foreign commerce for various shippers 
and consignees. 

3. The volume, character, and Gescription of the shipments so 
transported by the carriers, and the arr:nmgements and practices be- 
tween said carriers and said Agricultural Transportation Association 
of Illinois, and shippers and consignees, with respect to said trans- 
portation. 


4. Such other matters as may be pertinent to the subject of the 
investigation. 


The Agricultural Transportation Association of Illinois, 
Charles F. Mansfield and George M. Fort, manager and secre- 
tary, respectively, of that association, Murdock. Mason. Molt 
and Woodard have been made respondents to the proceeding 
which has been assigned for hearing on Oct. 25, at the Hotel 


TRAFFIC WORLD 


Abraham Lincoln, Springfield, IIl., before Examiner C. E, 
Simmons. 


Interstate Motor Control 


Details of the negotiations leading up to the purchase of 
45 per cent of the stock of Interstate Motor Freight System 
by United States Freight Co., were developed in a hearing 
before Commissioner Mahaffie in MC F-2181, United States 
Freight Co.—Investigation of Control—Interstate Motor Freight 
System, and MC F-2224, A. S. Hickok—Investigation of Control 
—Interstate Motor Freight System. The two proceedings, joined 
for hearing, were instituted by the Commission on its own 
motion (see Traffic World, May 1, p. 1021, and June 12 
p. 1388). 

B. H. Meyer, a former member of the Commission, and 
trustee under an indenture involving 148,476 shares of stock 
of United States Freight Co., said that he understood, from 
a conversation with Morris Forgash, president of United States, 
Freight, that the purchase of the Interstate stock was con- 
sidered a good investment and that he had had no reason to 
think of it as involving a violation of section 5. 

Mr. Forgash and other respondents similarly testified that 
they considered the purchase of the Interstate stock as a long- 
term investment. In addition to this, Mr. Forgash said that 
certain of United States Freight’s subsidiaries, which they had 
thought of as covering the field of general transportation serv- 
ice to the public would, under Commission decisions, be limited 
to service to a freight forwarder controlled by United States 
Freight, because that had been the nature of their service 
in the past. Interstate, he said, offered transportation service 
to the general public and that acquisition of interest in that 
company would enable United. States Freight to remain in the 
general transportation field. 

Under questioning by Commission attorneys, John Bridge, 
former vice-president and general manager of Interstate, said 
that Mr. Forgash had approached him and asked that he take 
over the management of Interstate. Mr. Forgash had told 
Mr. Bridge, he said, that United States Freight would own 45 
per cent of the Interstate stock, but that, with the help of 
“friendly interests,” United States Freight would be in position 
to control Interstate. 

The Commission’s case was presented by G. W. Rouse, 
attorney for the Commission’s Bureau of Inquiry, assisted by 
I. J. Raley and Examiner P. N. Crowley. Examiner O. L. 
Mohundro sat with Commissioner Mahaffie. 





Bidding on Rail Securities 


The Pere Marquette Railway Co., in its brief in Ex Parte 
No. 158, In the Matter of Competitive Bidding in the Sale of 
Securities issued Under Section 20a of the Interstate Commerce 
Act, submitted that the Commission should promulgate rules 
“which will require competitive bidding but under such circum- 
stances and in such manner as shall be specified in the rules” 
(see Traffic World, Sept. 18). 

The practice of issuing securities under section 20a by pri- 
vate negotiation, the brief pointed out, had come to the atten- 
tion of Congress with the result that the so-called Shipstead 
bill (S. 874), which if enacted into law would require competi- 
tive bidding within such meaning as the courts would give to 
that term, was now before the Senate committee on interstate 
commerce. There would be no necessity for such a statute if 
appropriate rules governing the subject matter were promul- 
gated by the Commission. That this was the most desirable 
method of handling the matter, it said, was patent. 

The rules promulgated, sajd the brief, should provide such 
safeguards as would permit acceptance of the most favorable 
bid under the circumstances and provide for situations pointed 
to by the Commission’s legislative committee in its letter to the 
Senate interstate commerce committee, to wit: 


Any law requiring securities of railroad companies to be sold at 
competitive bidding should exempt from its provisions capital stock and 
short term notes and the sale of any securities by a subsidiary railroad 
company to a controlling railroad company. It should also exempt from 
its provisions the exchange of new securities for outstanding securities 
where such exchange is with the holders of the outstanding secrities, 
with no arrangement for underwriting. It should exclude from its pro- 
visions the extension of outstanding securities. It should not apply to 
small carriers or to sales of insignificant amounts. It should be so 
worded as to exclude both the sale of such securities and underwriting 
contracts. There should also be provision for sale pursuant to privately 
negotiated contracts in case of lack of any bid at competitive bidding. 


Within ten days after the date of its order, Sept. 18, in Ex 
Parte No. 158, In the Matter of Competitive Bidding in the Sale 
of Securities under Section 20a of the Interstate Commerce 
Act, the Commission, division 4, has ordered each party to the 
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proceeding to serve a copy of his brief to all other parties filing 
briefs. The Commission also ordered that reply briefs in the 
proceeding be filed within 20 days after the date of the order, 
and assigned the proceeding for oral argument before the Com- 
mission at a time to be determined. The order said the action 
was taken at the request of various persons who had filed briefs. 

For six reasons, says Bernard E. Casey, in a petition of in- 
tervention in the proceeding, competitive bidding should be re- 
quired on all railroad securities. He enumerates the six reasons 
as follows: The public interest requires the elimination of the 
uncertainties now surrounding the issuance and sale of railroad 
securities; the same reasons which the Commission found re- 
quired competitive bidding for railroad equipment trust certifi- 
cates are applicable today to all railroad financing; competitive 
bidding must be required to insure arms-length dealing; the 
unfavorable financial condition of most railroads is attributable 
to absence of competitive bidding requirements in their financ- 
ing; competitive bidding will result in better terms to the rail- 
roads for their financing; and that it is in the public interest 
that all sales of railroad security issues be made subject to 
competitive bidding. 

Mr. Casey said he had financial interests in several rail- 
roads which came under the supervision of the Commission, 
through the ownership of stock issued by those railroads. 


John J. Casale, Ine., Application 


Notwithstanding a merger and certain changes in the di- 
rectorate of the applicant, it was plain that no material change 
had taken place in the inter-corporate relationships, and that 
the ultimate or real control of both Casale, Inc., and United 
States Trucking Corporation, remained in the same hands, Pitts- 
ton Co., through its controlling interest in Pattison & Bowns, 
Inc., said the law and enforcement section of the Commission’s 
Bureau of Motor Carriers in a supplemental brief in MC 20314, 
Application of John J. Casale, Inc. 

Just as Casale made no reference to a brief filed in Decem- 
ber with the Commission by the section, in filing a petition for 
a withdrawal of its application and motion for dismissal of the 
application, the instant brief makes no reference to this peti- 
tion and motion of Casale, nor to the action of the applicant in 
filing a complaint in the federal court for the district of Dela- 
ware, asking that the court set aside the order of the Commis- 
sion denying the motion for dismissal of the application (see 
Traffie World, Apr. 17, p. 909, and Sept. 11, p. 585). 

The instant brief of the section of law enforcement is given 
over to citations and arguments in support of the position that, 
if Casale should be declared by the Commission to be conduct- 
ing a truck-leasing business, the attention of the Commission 
ought to be directed to its decision in Transport Co.—Control— 
Arrow Carrier Corporation, 36 M. C. C. 61. That decision, said 
the section of law enforcement, indicated that the Commission 
had not looked with favor on the same interests controlling both 
a common carrier and a truck-renting business, “for the reason 
that the control over both types of operations in the same indi- 
viduals might possibly lead to unfair competitive practices and 
unjust discriminations.” 

If, on the other hand, the decision of the Commission was 
that Casale was conducting a common-carrier operation, then 
the fact that the United States Trucking Corporation was also 
conducting such an operation, transporting substantially the 
same commodities over the same territory, would present the 
further question of the propriety of granting certificates to 
either one or both of the companies, in view of the fact that 
Casale and United States Trucking were under the common 
control of Pittston Co. Considering all the circumstances, the 
brief said, it seemed reasonable to conclude that the operations 
were in fact conducted as one comprehensive transportation 
business and that only one grant of authority for the entire 
wows should be made under the present corporate struc- 


The specific findings requested by the section of law en- 
forcement were as follows: 


(1) Under the particular type of contract and arrangement here 
in use, it is readily discernible that applicant retains such control, 
supervision and domination over the performance of the services ren- 
dered, whether its trucks are leased with or without drivers, as to 
Support the finding that it engages in the transportation of property 
by motor vehicle in interstate commerce for compensation. 

(2) The present operations of applicant while under the common 
control of individuals in control of a common carrier afford oppor- 
tunity for unjust discriminations and unfair competitive practices. 


PRACTICES OF HOUSEHOLD CARRIERS 
The law and enforcement section of the Commission’s Bu- 
reau of Motor Carriers has filed a brief in Ex Parte MC-19, 
Practices of Motor Common Carriers of Household Goods, ask- 
ng the Commission to find the rules which it had proposed to 
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govern the sale of insurance, the making of estimates, and the 
collection of dock charges by common carriers of household 
goods, reasonable, lawful, and necessary to eliminate the: objec- 
a practices of certain carriers (see Traffic World, July 10, 
p. ; 

The designation of the policies furnished shippers as “all 
risk” or “full coverage,” when, in fact, the policies did not 
cover every peril to which shipments might be exposed was 
obviously misleading, said the brief, and was deemed to be an 
unreasonable practice in violation of section 216(b). 

The rules which sought to end the practice of underesti- 
mating transportation charges by careless or unscrupulous car- 
riers, said the brief, were necessary not only in the interest of 
the shipping public, but also in the interest of the household 
goods moving industry. 

As to dock charges, the brief said it appeared that the 
rendition free or without additional charge, services and facili- 
ties represented by dock charges, by carrier-warehousemen, 
was unlawful and in violation of sections 216(d), and 217(b) 
of the interstate commerce act. It was also apparent, said the 
brief, that carriers might not, without appropriate tariff provi- 
sions and authority from the shipper, advance such charges to 
warehousemen, nor might they pay and absorb such charges. 


Petroleum Carrier Application 


“A most liberal and generous reading of the exceptions 
of the Section of Law leads to the inescapable conclusion that 
it appears to be ‘out to get’ this efficiently operated carrier 
of petroleum products by motor truck, and if permitted will 
go on as many ‘fishing expeditions’ as the Commission will 
permit, in order to justify its previously wasted efforts in 
trying to develop something upon which -it can ‘hang’ its 
apparently predetermined intention to deprive this carrier of 
its legal rights, notwithstanding the damage that would result 
to the shipping public by being deprived of applicant’s efficient 
service.” 

The quoted statement is taken from the reply brief of 
Edward H. Lynch and B. E. James, interveners, in MC 63517, 
Sub. 8, Petroleum Carrier Corporation Common Carrier Ap- 
plication, to the exceptions of the section of law and enforce- 
ment of the Commission’s Bureau of Motor Carriers to the 
proposed report of Examiner C. E. Brooks, and the section’s 
request for reopening of the hearing (see Traffic World, 
Sept. 11, p. 584). 

The reply of the intervenors said that in the brief filed in 
the proceeding the Section of Law had urged that applicant 
had been and was under the domination and control of Gulf 
Oil Corporation. In its exceptions to the proposed report, 
it said, the section had abandoned its prior contention and now 
urged that applicant had been-and was under the domination 
of Edward H. Lynch, intervenor, and “by reason thereof, 
together with certain alleged inaccurate, ill-considered, evasive 
and misleading statements and estimates of intervenors and 
applicant’s executives, it should be found unfit to receive the 
certificate sought.” 

After discussing the fact that Mr. Lynch was the owner of 
24 of the 50 shares of capital stock of the carrier, and was 
entitled to exercise such control of applicant as his long business 
experience and administrative ability would entitle him in view 
of his extensive interest, the reply said the applicant had been 
granted six separate permits by the Commission. It had been 
found to be “fit” the same number of times to transport petro- 
leum products from water terminals on the Gulf of Mexico, 
Atlantic Ocean, and navigable rivers in the southern states, 
it said. It seemed utterly ridiculously, it said, to be required 
to argue that applicant was “fit” to transport these products 
from pipe line terminals in view of the fact that it had been, 
under the authority of the Commission and various state com- 
missions, transported the identical commodities for the same 
shippers to the same consumers for several years before it 
became necessary for petroleum shippers to supply the area 
it served from the two pipe lines. 

There was nothing of merit in the exceptions of the Section 
of Law, said the reply, and the Commission should find the 
applicant “fit” to transport petroleum and petroleum products 
from the pipe line terminals and should be given a permanent 
certificate of convenience and necessity. 


0. P. A. TRUCK RATE ORDERS 


Lindner Brothers Trucking, Inc., of Cudahy, Wis., has ob- 
tained authority from the Office of Price Administration to sell 
and deliver motor contract carrier services to the Procter & 
Gamble Distributing Co., of Chicago, Ill., on and after Sept. 21, 
for C. O. D. and less-than-truckload shipments at rates not to 
exceed those set forth in its schedule of proposed rates and 
charges annexed to its application to the O. P. A. 

The Richard J. Hinsch, Jr., Trucking Co., of Woodhaven, 
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Long Island, N. Y., has received O, P. A, authorization to sell 
and deliver motor contract carrier services to the General Foods 
Corporation and The Best Foods, Inc., of New York City, at 
rates not to exceed 6 per cent above those set forth in “schedule 
A” annexed to its application for adjustment, effective as of 
Sept. 20. 

Likewise, the O. P. A. has granted authority to the Joseph 
Taylor Trucking Corporation, of Guttenberg, N. J., to provide 
motor contract carrier service to Lever Brothers Co., of Cam- 
bridge, Mass., for the transportation of soaps, cleaning com- 
pounds and allied commodities from and to points in New Jer- 
sey and New York at prices no higher than 6 per cent above the 
rates set forth in exhibit A annexed to the carrier’s application 
for adjustment, effective Sept. 20. 

Harry Tolchinsky, dba Rockingham Express Co., of New- 
market, N. H., has obtained O. P. A. approval of the furnishing 
by him of motor contract carrier services for the transportation 
of shoe cartons for Hoague-Sprague Corporation from its ware- 
house in Newmarket, N. H., to points in Maine, New Hampshire 
and Massachusetts at a price not to exceed $1.52 a thousand 
cartons, effective Sept. 20. 


Oo. P. A. WATER RATE ORDER 


Under authority granted by the Office of Price Adminis- 
tration, the Columbia Transportation Co., of Cleveland, O., may 
transport, as a contract carrier, scrap iron and steel in vessels 
on the Great Lakes at a price not to exceed $2.38 a gross ton. 
The authorization was made effective retroactively to Aug. 4. 


A. & P. CONTRACT CARRIERS 


The Commission, by an order in MC 60058, Simon Mc- 
Ateer and Simon McAteer, Jr., Contract Carrier Application, 
has denied the petition of the applicants for reargument and 
reconsideration, and the petition of the Great Atlantic & 
Pacific Tea Co., and subsidiary companies, which adopted the 
petition of the applicants. 

The McAteer petition said that, under the so-called Key- 
stone restriction, by which its service was restricted to that 
for persons who operated retail stores, the business of which 
was the sale of food, it was barred from rendering the serv- 
ice it had been rendering the A. & P., because, on the critical 
date, McAteer had been serving the “wholesale distribution 
service” which, it said, was different and separate from the 
transportation required by retail stores (see Traffic World, 
June 5, p. 1330). _ 


Routing. South to C. F. A. 


The Southern Hardwood Traffic Association, protestant, 
has filed a petition for reconsideration and oral argument be- 
fore the entire Commission in I. and S. No. 5120, Routing Lum- 
ber and Fruits, South to C. F. A., wherein division 3 found 
just and reasonable, and not shown to be otherwise in violation 
of the interstate commerce act, rail schedules proposing, by 
reference to routing guide No. 560-A, I. C. C. No. 3665, certain 
routes in Central Freight Association Territory, in connection 
with joint through commodity rates, on lumber and lumber 
articles, carloads, from the south and southwest, and on citrus 
fruits, vegetables, and strawberries, carloads, from Florida 
(see Traffic World, Aug. 28, p. 469). 

The petitioner asks that the decision of division 3 be re- 
versed, and that the Commission find that the respondents be 
required to cancel the suspended tariffs on the ground that 
they are not in conformity with the provisions of the interstate 
commerce act. 

The practical effect of the suspended tariffs if established, 
would be to deprive shippers of lumber from the south and 
southwest of their statutory right to route freight, said the 
petitioner, declaring that the respondents were not attempting 
to cancel routes but were attempting to restrict the application 
of existing joint rates to certain routes and to eliminate the 
application of such rates to other routes, many of which were 
shorter than the others. 

“The routing guide is cumbersome and impractical,’’ said 
the petitioner. ‘Moreover, as lumber originates at small sta- 
tions, at many of which there are no agents, it will be difficult, 
if not practically impossible, for either the shippers or the 
railroad agent to apply the provisions of the guide. . . . The 
facts of this case demonstrate, if ever facts could, that the 
routing guide as applied to lumber from the origin points here 
involved is an unreasonable regulation in connection with the 
operation of through routes in violation of section 1(4) of the 
interstate commerce act. . .. Even if the record established, 
and it does not, that the suspended tariffs would promote econ- 
omy and efficiency by eliminating circuitous routes and by 
restricting the use of existing joint rates to the more direct 
routes, the Commission should nevertheless condemn the tariffs 
since economy and efficiency will not of itself excuse carriers 
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from violations of the act. Moreover, if, as division 3, seems 
to think, distance alone is a proper yardstick by which to 
measure economy and efficiency of transportation, this yard- 
stick is equally applicable to the routes via which the joint 
rates will be cancelled, many of which are shorter than other 
routes via which the joint rates will remain in effect.” 

Respondents, the petitioner said, were seeking to cance] 
the application of long existing joint rates on lumber from the 
south and to be excused from the charge of unjust discrimina- 
tion merely because they had requested western railroads to 
file tariffs under which the routing on lumber from western 
points would also be restricted. 


N. S. LIVE STOCK ARBITRARY 


The Commission has assigned I. and S. No. 4779, Livestock 
to and from the South, and related cases, for further hearing 
Oct. 26 at its offices in Washington, D. C., before Examiner 
Copenhafer, for the purpose of receiving evidence solely with 
respect to the propriety of granting an arbitrary, and the 
amount of such arbitrary, if any be granted to the petitioning 
Norfolk Southern Railway Co. on edible livestock, in carloads, 
from, to and between points on its line. 


D. & R. G. REORGANIZATION 


By an order in Finance No. 11002, Denver & Rio Grande 
Western Railroad Co. Reorganization, the Commission has 
denied the petititon of the road which demanded that the 
Commission rescind its third supplemental report dated June 
14, 1943, further modifying and approving a plan of reorgan- 
ization, and that the Commission rescind its action of’ the 
same date denying the road’s petition for reopening and fur- 
ther hearing to permit the introduction of additional evi- 
dence (see Traffic World, July 3, p. 9). 





CAMPBELL TOWAGE SERVICE 


The Campbell Transportation Co. has asked the Commis- 
sion, or division 4 thereof, to clarify or amend the -certificate 
granted in W-78, Campbell Transportation Co., Common Car- 
rier Application, effective Sept. 8. The petitioner requests that 
it be given specific authority to continue, as it had always 
done in the past, to handle traffic in non-self-propelled vessels 
owned by shippers, as a part of its regular common-carrier 
service. If the Commission held that its present authority to 
operate as a common carrier by non-self-propelled vessels with 
the use of separate towing vessels did not contemplate such 
service, then petitioner asks that additional authority to operate 
as a common carrier by towing vessels in the performance of 
general towage service be granted. 


MOTOR PURCHASE APPLICATION AMENDED 


By reason of the decision in the Refiners Transport & 
Terminal Corporation purchase proceeding, in which the Com- 
mission held that since Refiners was a subsidiary of Union 
Tank Car Co., the application could not lawfully be approved 
in the absence of an appropriate application by the real party 
in interest, the controlling corporation, a supplemental applica- 
tion has been filed in MC F-2296, Gulf Transport Co.—Purchase 
—Jesse R. Lamberth, doing business as Butler-Mobile Coach 
Line. In the supplemental application, Gulf, Mobile & Ohio 
Railroad Co., as the owner of the beneficial interest in all of 
Gulf Transport Co.’s outstanding stock, joined in the applica- 
tion. 


ILLINOIS COMMUTATION FARES 


Judge John C. Lewe of the superior court of Cook County, 
Ill., September 22, postponed to September 27 the day on which 
he will grant or deny the motion of the Chicago and North 
Western for entry of an order ‘consolidating two cases in the 
court concerning the company’s suburban passenger commuta- 
tion fares. The Illinois Commerce Commission, defendant in 
the two suits, has asked that the motion to consolidate be 
denied (see Traffic World, Sept. 11, p. 585). al 

In one case, the company seeks court review of the Illinois 
commission’s order of December, 1942, denying permission to 
the company to make a 10 per cent fare increase; in the other, 
the company last January obtained a temporary injunction 
under which the commission was restrained from interfering 
with collection of the higher fares. A permanent injunction 1s 
sought in the latter case. 


ROCK ISLAND TO BUY DIESELS 


Trustees of the Rock Island Lines received permission In 
federal district court at Chicago, September 23, to buy three 
5,400-horsepower diesel road freight locomotives for approxi- 
mately $1,344,000 and five 1,000-horsepower diesel switching 
locomotives for approximately $390,000. The trustees informe 
the court the company had need of additional locomotives, and 
believed the diesels had greater economy in maintenance an 
operation, and greater flexibility in use, than steam locomotives. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended, Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulleti.) 


In I. and S. M-2303 the Commission has suspended from 
Sept. 24 until April 24 the operation of schedules published in 
tariff MF-I. C. C. No. 23 of Boston and Maine Transportation 
Company, Boston, Mass. The suspended schedules propose to 
cancel any-quantity rates on boots and shoes from _ certain 
points in Massachusetts, Maine, New Hampshire and Vermont 
to the New York terminal area, and to establish in lieu thereof 
increased and reduced truckload and less-truckload rates from 
certain points in Maine and New Hampshire to the New York 
terminal area. 

In I. and S. M-2304, the Commission has suspended from 
Sept. 24 until April 24 the operation of certain schedules as 
published in supplement No. 20 to tariff MF-I. C. C. No. A-106 
of Middle Atlantic States Motor Carrier Conference, Inc., 
Agent, Washington, D. C. The suspended schedules propose to 
apply a truckload classification rating on paper bags in lieu 
of a present lower truckload classification exceptions rating, 
applicable throughout Middle Atlantic territory over all car- 
riers; and to establish any-quantity classification exceptions 
ratings on furniture and furniture parts, on local and joint 
hauls over Tidewater Express Lines, Inc., in lieu of present 
lower classification ratings. 

In I. and S. M-2301, the Commission has suspended from 
Sept. 20 until April 20 the operation of certain schedules as pub- 
lished in supplement No. 5 to tariff MF-I. C. C. No. 5 of Neil 
J. Bast and Karl Bast, doing business as D. F. Bast, Allentown, 
Pa. The suspended schedules propose the following rule: “When 
the same shipper and or the same consignee has a return load 
of freight, the return charge shall be sixty (60) per cent of the 
outbound charges.” 

In I. and S. M-2302, the Commission has suspended from 
Sept. 20 until April 20 the operation of certain schedules as 
published in supplement No. 52 to tariff MF-I. C. C. No. A-88 
of the Middle Atlantic States Motor Carrier Conference, Inc., 
Agent, Washington, D. C. From approximately 210 points in 
New York to points in trunkline and New England territories, 
and in the reverse direction, the suspended schedules propose 
to add to class and commodity rates arbitraries of 15 cents per 
100 pounds on shipments weighing up to 9,999 pounds and 5 
cents per 100 pounds on shipments weighing from 10,000 to 
19,999 pounds, subject to a minimum arbitrary charge of 25 
cents per shipment, applicable only on shipments moving in 
local or joint hauls over Niagara Motor Express, Inc. 


MOTOR SAFETY REGULATIONS 


Because of the increasing difficulty, by reason of the war 
effort, for manufacturers to obtain critical materials used in 
the manufacture of fusees as warning signals and first aid 
kits, the Commission, division 5, by an order in Ex Parte MC 
3 and Ex Parte MC 4, Motor Carrier Safety Regulations, has 
suspended until Dec. 31, 1944, the effectiveness of pertinent 
sections of its revised motor carrier safety regulations relating 
to the materials used in manufacturing warning signals and 
first aid kits. 

In lieu of these sections, temporary sections approved by 
the order permit the use of constituents other than potassium 
perchlorate, without the use of which, it said, in conjunction 
with other constituents the fusees would not be “red burn- 
ing.” As to first aid kits, the instant order permits the use 
of materials other than sheet steel in such manner as to be 
adequate for the purposes intended. 


Cc. & N. W. REORGANIZATION 


Among the petitions for allowances for fees and expenses 
for the period from May, 1940, to August 31, 1943, filed in the 
Chicago and North Western reorganization case, is the petition 
of the debtor company (see Traffic World, Sept. 18, p. 649). 
Robert K. Stuart and B. F. Kauffman, constituting a special 
committee on reorganization for the debtor’s board of directors, 


filed the petition. It contains the following requests for allow- 
ances: 


For Mr. Stuart, $17,500 in fees and $1,014.02 in expenses; Mr. 
Kauffman, $400 in fees and expenses; Robert K. Smith, former member 
of the committee, $8,203.12 in fees and $6,998.69 in expenses; John L. 
Hall, attorney, $1,000 in fees and $7.03 in expenses; J. H. Parmalee, 
director, bureau of railway economics, Association of American Rail- 
roads, and J. E. Monroe, his assistant, both of whom testified in be- 
half of the debtor, $3,000 in fees and $165.46 in expenses; twelve other 
witnesses, $7,575.00 in fees and $271.61 in expenses; Luther M. Walter 
and Helen W. Munsert, counsel for debtor, reasonable fees for approxi- 
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mately 2,000 hours and for 733 hours of service, respectively, and 
$6,566.84 in expenses. 


The petition contains a statement by Mr. Walter saying 
that he had never kept a diary concerning time spent in a law 
case in a practice of the law of more than 40 years, as he be- 
lieved that “time consumed is a small factor in determining the 
value or compensation for a lawyer’s service.” 


Hanna Spotting Service * 


Sharply disagreeing as to the controlling nature of the 
decision of the U. S. Supreme Court in United States vs. Amer- 
ican Sheet and Tin Plate Co., 301, U. S. 402 (1937), the United 
States and the Interstate Commerce Commission have filed a 
reply brief, and Hanna Furnace Corporation has filed a brief 
and a reply to the brief of the government and the Commission, 
in the federal court for the western New York district. The 
proceeding is docketed as civil action No. 1408, The Hanna 
Furnace Corporation vs. United States of America, The Balti- 
more and Ohio Railroad Co., et al. It involves a suit on the 
part of the furnace corporation to set aside an order of the 
Commission which directed the defendant carriers to cease and 
desist paying to the furnace company an allowance of 90 cents 
a car for spotting cars in the company’s plant. The allowance, 
said Hanna Furnace Corporation, had been paid it and its 
predecessor for 22 years under regular filed tariffs as compen- 
sation for a part of line-haul transportation service rendered 
by the company. 

The joint government and Commission brief said it was 
plain that the only question for decision by the court was 
whether the evidence before the Commission was sufficient to 
warrant its conclusion that the circumstances existing at the 
furnace company’s plant constituted plant interference or in- 
terruption within the meaning of the standards prescribed in 
the original report in Ex Parte 104, and approved by the Su- 
preme Court in the Tin Plate case. 

“It is too late for plaintiff to attack the validity of those 
standards,” said the brief. ‘“‘They do not represent an innova- 
tion, but have been developed in a long line of cases prior to 
the Ex Parte No. 104 proceedings.” 

The Commission said the Tin Plate case was a leading 
authority “which is controlling in the present litigation,” in 
that the Supreme Court had approved the general principles 
and criteria which the Commission had enunciated in its gen- 
eral report of May 14, 1935, 209 I. C. C. 11. The Commission 
pointed out that six orders made in supplementary proceedings 
in Ex Parte 104 had been reviewed in the Tin Plate case. 

Hanna Furnace Corporation said the most that could be 
claimed for the decision in the Tin Plate case was that the 
Supreme Court there found that the orders of the Commission 
were supported by substantial evidence that plant interruption 
or interference did in fact exist or that the tracks of the in- 
dustries involved would not permit railroad operation there- 
over or that the industries refused to permit the carrier to 
perform the service beyond the point of interchange. The 
Supreme Court had definitely stated, it said, that each case 
must be decided on its own facts. 

“The court certainly did not give carte blanche authority 
to the Commission to grant or deny terminal services to in- 
dustries based solely upon the opinion of the Commission as 
to whether or not such industries should receive the service,” 
said the furnace company, in its reply brief. 

The reply brief of the government and the Commission 
said that a comparison of the cost of switching at plaintiff’s 
plant with the cost of team-track switching at the Ebenezer 
Yard or elsewhere in Buffalo was altogether unnecessary and 
irrelevant. It was not necessary to compare the service at the 
furnace company’s plant with service elsewhere in Buffalo or 
in other localities, it said, but it was necessary only to test 
conditions at plaintiff’s plant by the standards contained in the 
original report in Ex Parte 104 and approved in the Tin Plate 
case. 

In answer to this contention, the furnace company quoted 
the language of the Commission’s order instituting the Ex 
Parte 104 proceeding to the effect that the Commission desired 
to know whether certain practices of carriers by railroad sub- 
ject to the act which affected operating revenues or expenses 
were lawful and consistent with economical and efficient man- 
agement. It said that the testimony solicited by the Commis- 
sion at the beginning of the investigation sought “to ascertain 
the cost to the carriers of performing terminal services,. but 
such a program was not pursued after the first few days of 
hearings.” 

The Commission in its general report, and the Supreme 
Court in the Tin Plate case, it said, had recognized that the 
American freight rate contemplated delivery of the freight car 
at the point where the car could conveniently be loaded and 
unloaded .either .on public team-tracks or . private sidings. 
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Freight rates were presumed to be based on the cost of per- 
formance of the service and a reasonable return to the carrier, 
the furnace company said, and continued: 


The cost to a carrier of performing the completed spotting service 
on private sidetracks ought to be the chief factor in determining 
whether or not the industry is entitled to the service. If the cost to 
the carrier of rendering terminal services to a private industry on the 
industry’s tracks is no greater than the cost of rendering identical 
services to the general public on railroad owned team tracks, then it 
would appear elementary chat the industry is entitled to the same 
service. The def€rdants, however, say that the cost is of no im- 
portance. 


After referring to the Commission’s consideration of the net- 
work of tracks at the furnace company’s plant and the numerous 
switches the carriers would be required to open and close in or- 
der to reach the points of loading and unloading, the company’s 
reply brief said that if, as the defendants claimed, the cost of 
performing the service was of no importance, then the time it 
required the carrier to perform the service was also of no im- 
portance because the one could not be separated from the other, 
as the cost of performing terminal services was dependent al- 
most entirely on the time required to perform such services. 

On the matter of interference in the plant, the brief of the 
Commission said the Commission’s order was supported by 
substantial interruption and interference. The volume of in- 
traplant switching arising out of the needs of industrial opera- 
tions was also a significant factor to be weighed by the expert 
judgment which the Commission brougt into play in evaluating 
transportation situations, it said. Assuming the same ratio as 
in 1930, it said, approximately 500 cars a day would be han- 
dled in intraplant movement and that there was evidence that 
three cars could be switched in an hour. Manifestly, it added, 
this volume of switching could not be carried on without inter- 
ference to car spotting by the carriers at their convenience. 
The only testimony to the contrary was that of the plaintiff’s 
superintendent, it said, and that the superintendent had testi- 
fied that it would be possible to avoid interference. This, it 
said, was merely the speculative assertion of an interested 
witness with respect to a hypothetical mode of operation 
which had never been adopted at the plaintiff’s plant. The 
Commission, it said, was entitled to judge what probability 
there was that this prophecy might be fulfilled, and to weigh 
the value of this testimony. It added that “plaintiff’s witnesses 
were rather reticent with respect to the extent and character 
of the industrial operations actually being carried on at the 
plaintiff’s plant. The testimony did not describe those opera- 
tions at any length or in detail. Mere conclusions, to the effect 
that operations might be so managed as to obviate interference 
with car spotting, were offered.” 


Replying on this matter, the furnace company said there 
was no evidence in the record from which the conclusion might 
be drawn that the assumed volume of switching could not be 
carried on without interference to car spotting by the carriers 
at their own convenience. The only testimony on the question, 
it said, was that of witness Frederickson, its assistant super- 
intendent, who, it said, had testified that intraplant movements 
of the industry would not interfere with car spotting if the 
railroads spotted the cars, and said he explained this by the 
facts he testified to as to the requirements and manner of 
operation of the plant, and the use of the tracks in connection 
therewith. The company’s reply brief continued: 


It is argued by the defendants that this testimony, although the 
witness was not discredited or impeached, may be rejected as im- 
probable and in its place an assumption that there would manifestly 
be interference supplied by the expert judgment of the Commission. 
Whatever may be said about the expert judgment of the Commission 
in the operation of railroads (and the Supreme Court has held that the 
Commission may not base orders upon this so-called expert judgment 
in the absence of evidence), it must be plain that the administration of 
the Interstate Commerce Laws does not make the Commission experts 
cn the operation of blast furnaces. Since there is no evidence to con- 
tradict that of the witness Frederickson, the rejection of his testimony 
leaves the record devoid of evidence on this question. The defendants 
in their brief call attention to the fact that the testimony did not de- 
scribe the plant operations at any length or in detail. That void cannot 
be made the basis of a finding that there would be interference. This 
was the Commission’s investigation and the plaintiff had no burden of 
proof, failure to meet which might result in an adverse order. 


In its brief, the furnace company discussed, under eight 
heads, the issues in the case, and at one point said that the 
Commission, in the eight years which had elapsed since its 
main report in Ex Parte 104, had not taken any action against 
industries which had been receiving spotting services as dis- 
tinguished from those to which a spotting allowance had been 
paid by the carriers, except in three noted cases. The result of 
this procedure, it said, whether intentional or not, had been 
that those industries as a class which had been paid spotting 
allowances had not received the same treatment with respect 
to.terminal delivery service or its equivalent as other indus- 
tries which received the service itself. 
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The enforcement of the order of the Commission should be 
permanently enjoined, and the order should be cancelled and 
annulled, the brief said in conclusion. 





Alton Reorganization 


Judge John P. Barnes of the federal district court at Chi- 
cago, September 20, postponed to January 5, 1944, hearing day 
in No. 2940, Texas Company vs. Chicago and Alton, and No, 
2455, Kansas City, St. Louis and Chicago Railroad vs. Alton 
Railroad. The two cases have been consolidated in No. 79081 
the Alton reorganization case. Both cases involved at the hear. 
ing concern the relationship of the Kansas City Railroad to the 
Alton, which operates over lines of the Kansas City Company 
between Mexico and Kansas City, Mo. In No. 2940, Benjamin 
F. Fairchild et al., holders of bonds of the Kansas City Com- 
pany, seek a court order holding that their company is lessor 
of the lines between Kansas City and Mexico, under terms of 
a lease contract signed in 1889. In No. 2455, the Kansas City 
line bondholders seek an order requiring that the Alton Rail- 
road more clearly designate as property of the subsidiary some 
$179,000 of funds allegedly held by the Alton. Litigation in the 
two cases has been pending in district court at Chicago for 
three years. 


In postponing hearing, Judge Barnes said the cases in- 
volved matters that must be determined in the Alton reorgan- 
ization case. He said he wanted the reorganization to proceed 
as rapidly as possible and did not want to try the two civil 
suits at present, because such trial might interfere with prompt 
procedure in the reorganization matter. 


Henry A. Gardner, trustee for the Alton, has filed an an- 
swer to the petition of the Kansas City Company bondholders 
in which they seek to have Mr. Gardner make a_ study of 
the earnings of the subsidiary company (see Traffic World, 
Aug. 28, p. 482). The answer says that “books kept by the 
debtor pertain to business of the Alton as a whole system, and 
do not show separately the K. C., St. L. and C. earnings.” It 
denies that there is urgent need to determine “what if any part 
of the system earnings are attributable to the short line’s traf- 
fic.” It says the debtor has employed accountants to prepare a 
study of properties comprised in the estate, to be used in for- 
mulating a reorganization plan, and such study will contain 
information that will permit the making of “an estimate of 
value to the system of all of its parts.” It asks that the peti- 
tion be denied. 


CONSOLIDATED FREIGHTWAYS CASE 


_ A writ of certiorari for review of the decision of the U. S. 
Circuit Court of Appeals, eighth circuit, upholding a finding of 
guilty against Consolidated Freightways, Inc., of Portland, Ore., 
for conducting motor operations over an unauthorized route 
(see Traffic World, Aug. 7, p. 301), has been asked by Consoli- 
dated in a case docketed in the Supreme Court as No. 352, 
Consolidated Freightways, Inc. vs. United States. The unau- 
thorized route was between Marmarth, N. D., and certain points 
in Montana and other states. Consolidated contended it had a 
legal right to use the route in question as “a harmless alterna- 
tive route between the terminal points of its lawful operations,” 
and that, under proper interpretation of the act, restriction of 
appellant’s operations to particular highways was not within 
the powers or functions of the Commission. The Court of Ap- 
— held that the Commissions interpretation of the law was 
sound. 


MOTOR ACT PROSECUTIONS 


_ Western Texas district, at, El Paso. John P. Hollis, of 
Wink, Tex., was fined a total of $340 Sept. 10 on his plea of 
guilty to an information charging him, as a common carrier 
of oilfield equipment, with operating beyond the limits of 
the territory prescribed in his certificate and without au- 
thority from the Commission; also, with failure to require 
his drivers to keep drivers’ logs, as required by the safety 
regulations of the Commission. The fine was required to be 
paid in full. 

Sidney J. Williams, formerly owner of the Ready Truck 
Lines, a motor contract carrier, and the truck lines entered 
pleas of not guilty, September 20, to a criminal information, 
filed in the federal district court at Chicago, in which the com- 
pany was charged, on 25 counts, with transporting property 
without a permit and without having filed a schedule of rates, 
in violation of the act. Mr. Williams is joined with the truck 
lines in the information as aider and abettor in the alleged 
violations, which ‘occurred in connection with movements of 
paper from Chicago to Columbus, O., between January and 
December, 1942. Judge John P. Barnes set the case for hearing 
= — 16. Harold T. Halfpenny represented the de- 
endant. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, inn, 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Utah.) Foreign corporation, which 
transported, on its trailers and semi-trailers, automobiles to 
automobile dealers and distributors in state, was “carrying on 
business” within state for purpose of Motor Vehicle Act, and 
therefore was not exempt from payment of motor vehicle regis- 
tration fee. (Laws 1937, c. 65, Secs. 88, 89.) (Western Auto 
Transport vs. Reese, 140 Pac. Rep. 2d 348.) 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 

(Supreme Court of Rhode Island.) The words ‘caused by 
it,” as used in Carmack Amendment to Interstate Commerce 
Act, are not restricted in their application to cases where loss 
of or damage to shipper’s goods is caused by an affirmative 
breach of duty on part of carrier in possession of the goods. 
Interstate Commerce Act Sec. 20(11), as amended by Act April 
23, 1930, 46 Stat. 251, 49 U. S. C. A. Sec. 20(11). 

The Carmack Amendment to Interstate Commerce Act 
does not impose on intermediate carrier any additidnal obliga- 
tion to shipper, but only makes initial carrier responsible to 
shipper for any breach of duties which intermediate carrier 
owes to shipper including such duties as it owes to shipper 
under terms of joint bill of lading which Carmack Amendment 
requires. Interstate Commerce Act Sec. 20(11), as amended by 
Act April 23, 1930, 46 Stat. 251, and Sec. 20(12), 49 U. S. C. A. 
Sec. 20(11, 12). 

Where according to terms of through bill of lading the 
charges included a charge for insurance of goods while in pos- 
session of intermediate marine carrier, and it was established 
that goods were damaged by tidal wave and hurricane while 
in possession of marine carrier shipper would be entitled to 
maintain action against marine carrier as an “insurer,” and 
under Carmack Amendment to Interstate Commerce Act, ship- 
per was also entitled to recover from initial carrier for dam- 
ages to its goods. Interstate Commerce Act Sec. 20(11), as 
amended by Act April 23, 1930, 46 Stat. 251, and Sec. 20(12), 


49 U.S. C. A. Sec. 20(11, 12). (Bird & Son vs. Palmer, 33 Atl. 
Rep. 2d 415.) 





a a D e °® 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





(Circuit Court of Appeals, Fourth Circuit.) Where bare- 
boat charter party required that from a special fund provided 
for, charter hire for three months and insurance for at least 
three months should be paid in advance, but owner by letter 
agreed to waive for the first voyage payment in advance of 
charter hire and maintenance of a specified minimum in spe- 
cial fund, so that under the waiver agreement it would be pos- 
sible to pay insurance premiums therefrom if as much as 
$30,000 was deposited, and charterer procured contracts from 
which freights in excess of $30,000 would be paid into the spe- 
cial fund, owner could not demand payment in advance of 
charter hire for one-half month and insurance premiums, and 
was liable for breach of contract on refusing to deliver vessel 
in absence of such advance payments. 
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Finding of special commissioner that profits which might 
have been earned by charterer in European trade were too 
speculative to be considered in determining damages recover- 
able for breach of bareboat charter, based on highly conflicting 
evidence, supported by testimony of men of high standing and 
wide experience and approved by the district court, was not 
clearly wrong and would be affirmed by reviewing court. 

In determining damages recoverable for owner’s breach of 
bareboat charter, future profits to be derived by charterer in 
engaging in European trade were too uncertain to furnish basis. 
for an award, where there was no established business and no 
contracts on which such profits could be based, and the boat 
was small vessel unsuited for European trade and not in posi- 
ow to compete for certain types of cargoes carried by regular 
ines. 

In action for owner’s breach of bareboat charter, the char- 
terer which had contracts covering cargo for outbound voyage 
to Europe of which the owner was advised could recover = 
which would have been derived from the voyage, including 
profits of a return trip with cargo which could easily have 
been secured, and profits which evidence established could have 
been obtained by placing vessel on time charter in West Indian 
trade for remainder of charter period. 

In action for breach of bareboat charter, net profits or 
earnings which would have been made but for the breach are 
allowable where they are susceptible of accurate estimation 
and the evidence is conclusive. 


Generally, anticipated profits prevented by breach of con- 
tract are not recoverable. 

Damages are recoverable for losses caused or for profits 
and other gains prevented by breach of contract only to extent 
that evidence affords sufficient basis for estimating their amount 
in money with reasonable certainty. 

Where evidence does not afford sufficient basis for direct 
estimation of profits but breach of contract is one that prevents 
use and operation of property from which profits would have 
been made, damages may be measured by rental value of prop- 
erty or ‘by interest on value of the property. 

In action for breach of bareboat charter, wherein profits 
which could have been realized by placing vessel on time char- 
ter in West Indian trade for a portion of the charter period 
were recoverable, the average time charter rate over the entire 
period properly measured the damages and not the rate at 
which vessel was actually placed on time charter for certain 
months of the period. 

In action for owner’s breach of bareboat charter, wherein 
no other vessel was obtainable by the charterer, the charterer 
could recover profits which might have been earned and was 
not limited to difference between charter hire and hire neces- 
sary to secure another vessel, even though the fact that char- 
terer was unable to obtain another vessel may have been due 
to its financial condition, of which the owner had knowledge 
at time charter party was executed. 

Where shipper which intervened in charte~’s action for 
owner’s breach of bareboat charter had a firm contract for sale 
of toluol and firm offers which it would have accepted and 
which would have resulted in purchase and delivery of toluol 
aboard the vessel if contract of carriage had not been breached, 
shipper could recover damages for breach of the contract even 
though it did not have title to the toluol which it had contracted 


to ship, since damage sustained was not a matter of specula- 
tion. 


Generally damages for failure to transport are fixed with 
sufficient certainty when commodities have been purchased 
although not sold where evidence shows their market value at 
time and place they should have been delivered, and they are 
fixed with sufficient certainty where there is a firm contract 
for sale at destination and the evidence shows that the com- 
modity to be shipped is obtainable at a certain market price 
at point of origin. 

Where both owner and charterer of vessel had knowledge 
of terms of firm contract between shipper and Swiss govern- 
ment for sale of toluol and must have known that special dam- 
ages would necessarily result from breach of contract of car- 
riage, the shipper could recover the profits which resulted from 
such breach which occurred by reason of owner’s breach of 
bareboat charter. 

In action for owner’s breach of bareboat charter, wherein 
shipper which had contract with charterer to transport toluol, 
of which the owner had knowledge, intervened and sought 
damages for breach of contract of carriage under federal and 
admiralty rules, the whole matter might be determined in one 
suit and decree could properly be entered against owner for 
damages sustained by shipper for which charterer was directly 
liable but for which owner was ultimately responsible to char- 
terer. Federal Rules of Civil Procedure, rule 14(a), 28 U. S. 
C. A. following section 723c; Admiralty Rule 56, 28 U. S. C. A. 
following section 723. (Polar Steamship Corp. vs. Inland Over- 
seas S. Corp., 136 Fed. Rep. 2d 835). 
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T. A. of A. Seeks Transport Policy 


Instead of concerning itself with ‘an accumulation of bills” 
now pending before it, dealing with specific transportation mat- 
ters, Congress should “attack the core of the economic disloca- 
tions in this industry,” says the fifth of the monthly letters of 
the Transportation Association of America, dated September 
25. If it will do that, the letter says, “the need for most of this 
legislation will automatically disappear.” 

There is nothing unsolvable about the transportation prob- 
lem, it says, pointing out that the association’s plan for the 
integration of all transportation facilities into a limited number 
of systems would form the basis for a sound national policy for 
the preservation of transportation under private ownership. As 
the first step, it advocates a joint congressional resolution de- 
claring it to be the purpose of the Congress “to maintain our 
domestic common carrier transportation in private ownership.” 

Such a resolution, it continues, “would stay the fears of 
many who believe that the trend of indecision will lead to the 
adoption of such socialistic recommendations as proposed by the 
National Resources Planning Board—or to outright government 
ownership, due to the financial default of essential instrumen- 
talities following the close of the war.’’ Private ownership, it 
says, can not long survive “under the present philosophy of 
national regulation” and the present financial and physical 
transportation set-up, when the industry is “deprived of its 
transitory war traffic.” 

What is done or not done in the next five years, it says, 
“will determine whether transportation can be preserved as a 
profitable enterprise or whether we shall permit it to drift into 
government ownership through public default.” 


Congress should appropriate no funds to bring about the 
integration, says the letter, adding that “only enabling or pos- 
sibly (after a trial period) mandatory legislation is necessary.” 
Continuing, it says: 


Manifestiy, proper machinery and authority must be created by 
Congress. It should provide that readjustments within the industry be 
brought about by easy stages. There should be the least possible dis- 
turbance to long-established personnel relationships, which time should 
be permitted to solve in an orderly fashion. We should adopt a careful 
and unhurried procedure establishing a framework at the beginning 
which is sufficiently flexible to permit such changes as experienced men 
may decide to be prudent. 


The declaration of policy for private ownership is a neces- 
sary preliminary, the letter continues, because the declaration 
in the transportation act of 1940 “‘is as harmless as it is general’ 
and “can mean anything.” The 1940 declaration advocates “pre- 
serving inherent advantages and promoting coordination, with- 
out providing any practical means for accomplishing such aims,” 
says the letter, “while it says nothing about private credit, 
about private ownership.” 


Adoption of a resolution such as the association advocates 
would “obviously contemplate that Congress undertake a com- 
plete re-appraisal of national policy in the light of the history 
of the past twenty years, the experience during the war, and 
the foreseeable problems of the post-war period,” continues 
the letter. Nothing should be done about legislation dealing 
with any one kind of transportation until an over-all study is 
completed, dealing with all types “as they are interrelated one 
with the other in the public interest,” it says, adding that the 
public is concerned with “the character of services offered and 
their cost,” and not in “efforts to promote one form of transport 
at the expense of another, except that it knows it has to pay the 
bill for the wastes of the present set-up.” 


At the outset, in beginning such a survey, says the letter, 
Congress should determine a policy to furnish the answers to 
these questions: 


How can the services of all common carriers—by water, highway, 
rail and air—be so related and coordinated as to (1) stimulate the arts 
of trade, (2) preserve the necessary competition, (3) furnish the public 
with the most convenient and economical transportation consistent with 
(4) fair treatment for labor, and (5) an adequate return to private 
investors? 


Unless Congress devises a formula that will “stabilize the 
credit position of this industry (as a whole), then we might as 
well abandon any effort to forestall government ownership,” 
it says. 

At present, it continues, we are not only attempting “an 
impossible application of the competitive principle” in trans- 
portation, but we are dividing regulation responsibilities among 
many agencies, “the actions of one being wholly unrelated to 
the other.” Inconsistency is reflected in the regulation of other 
public utilities, it says, pointing out that in those fields, the 
government has “adopted the principle of regulated monopolies.” 
In the power and light fields, it says, ‘regulation has developed 
a stabilized field for private investment,” but, at the same time, 
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private ownership in those industries is threatened by “govern. 
ment competition from socialized power projects.” 

The danger ahead for transportation, it says, is not from 
any considerable section of public opinion favoring government 
ownership, but from the “unwillingness or neglect of Congress_- 
and of the leaders of private enterprise’ to take steps to see 
that all segments of the country’s economic life be preserved 
after the war. It has this “solemn warning” to businessmen, 
farmers and all who own private property: 


If we p:rmit transportation to drift along under present national 
policy—if we fail to insist that Congress constructively attack its major 
economic and financial problems before the close of the war—we simply 
invite, through our own default, the complete ‘‘take-over’’ of the com- 
mon carrier industry by the government. 


The existence of the “economic disarrangement,” which is 
the transportation problem, cannot be blamed on the bureay. 
crats, the letter concludes. The problem exists because “of a 
long series of errors in governmental policy and the demands 
of the shortsighted men within the enterprise system—the use 
of government financing and subsidy for self-gain.’’ Bureau- 
crats “simply sit on the sidelines armed with a myriad socialis- 
tic panaceas, awaiting the time when the leaders of private 
enterprise shall have failed to deal successfully with the situa- 
tion.” It is the job of the American people to see to it that that 
time never comes, it says. 


A Transportation Plan 
(Continued from page 704) 


ambitious schedule of spreading its story through per- 
sonal appearances of its officers before the leaders of 
private enterprise in 147 cities in 1943 and 1944. Its 
executive committee reports that representative con- 
ferences have thus far been held in 41 communities— 
for the most part in the southern and western dis- 
tricts. The association is also asking 6,000 farm, trade, 
and civic organizations to docket the domestic trans- 
portation problem for study and action. 


The association frankly says there may be some 
other answer to the problem of preserving private 
ownership in the domestic common carrier industry, 
but that the policy of integration is the only philosophy 
of national treatment of this question that it has been 
able to justify from the public interest point of view. 
It has devoted seven years of impartial research to the 
whole question, and its opinions are entitled to respect. 


In its current open letter to the public, the asso- 
ciation hits the nail on the head when it challenges 
Congress to lay aside piecemeal consideration of the 
superficial aspects of the problem and get down to the 
real issues. It wants a joint concurrent resolution of 
the Senate and House declaring the aim and purpose 
of Congress to preserve private ownership in this in- 
dustry. It seeks the creation of appropriate Congres- 
sional authority to conduct an over-all study of just 
how such an aim is to be achieved. This is a timely and 
sensible approach. 


The association contends that no formula can be 
devised that will satisfy the many conflicting views 
and the competitive positions of all agencies in the 
industry. It warns Congress that a continuation of its 
policy to promote one form of transport at the expense 
of another will lead eventually to government owner- 
ship. 

A sound solution of the transportation problem 
requires a national pattern of consolidation as well as 
integration. This was recognized as fundamental by 
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September 25, 1943 


Congress when it passed the transportation act of 1920. 
While this law was formulated at the time railroads 
enjoyed a near-monopoly of the traffic, its principles, 
nevertheless, are applicable to the present-day prob- 
lem. The resolution of the directors of the Association 
of American Railroads last July (suppressed until last 
week), calling for free and equal opportunity for the 
railroads to engage in other kinds of transportation, 
says nothing about the responsibility of the railroads 
to put their own house in order as a part of a general 
plan for the reorganization of the whole common car- 
rier industry. The services of air, water, and highway 
transportation depend on routes within the limitations 
of each public domain. They can be expanded or re- 
stricted to fit the requirements of a limited number of 
systems. This is not true with railroad roadbeds. The 
main trunk lines cannot be taken up and moved around. 
Therefore, the question of how many competitive sys- 
tems are required and how they should be put together 
in the interest of the shipper and the investor is a mat- 
ter of first consideration, and this means that the ques- 
tion of railroad consolidations is of paramount im- 
portance. Every competent authority who has studied 
this question in the last twenty years emphasizes this 
conclusion. Congress led the way in 1920, the Coolidge 
committee stressed such a requirement, and some of 
the eastern railroads were at work on a plan in 1934. 
We wonder what became of it, by the way. Other plans 
are available as starting points. The Commission has 
completed its proposal for the consolidation of rail- 
roads, and there is also the Prince plan, for instance. 

The Transportation Association is openly against 
the elimination of competition in the principal cities 
and areas of the country. It believes that consolidation 
should take the form of integrated competitive sys- 
tems rather than regional consolidations, as spon- 
sored by the Coolidge committee and more or less by 
the National Resources Planning Board. It holds that 
all the savings possible in regional consolidations can 
be made without destroying constructive competition. 

With every form of transportation now sparring 
for position in the postwar period, it is time that Con- 
gress took hold and developed a course of action in the 
interest of the whole public, of which the most im- 
portant members in this case are the users and in- 
vestors. In its September letter the Transportation 
Association says Congress should concern itself with 
finding an answer to one question: 


_. How can the service of all common carriers—by water, 
highway, rail and air—be so related and coordinated as to (1) 
stimulate the arts of the trade, (2) preserve necessary competi- 
tion, (3) furnish the public with the most convenient and eco- 
nomical transportation consistent with (4) fair treatment for 
labor, and (5) an adequate return to private investors? 


We agree that here is the starting point. 


W. P. B. TRANSPORT MATERIAL CONTROL 


The War Production Board has announced that preference 
rating order P-142 (material entering into the operation of 
transportation systems) as amended by it substitutes the allot- 
ment symbol T-7 for the previous symbol MRO-P-142 on pur- 
chase orders and deletes sections of the original order that 
are now obsolete. The changes are embodied in amendment 1 
to preference rating order P-142, dated Sept. 18. 
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Transportation Board Report 


In a report on its activities for the year ended Sept. 18, 
1943, submitted to the President and Congress Sept. 20, the 
Board ‘of Investigation and Research—Transportation, said it 
had undertaken a study of ‘‘machinery for effectuating trans- 
portation policies” and that “the larger part’ of this study was 
concerned with the Interstate Commerce Commission. 

The board said that its analysis of the Commission’s work 
embraced the number and variety of the Commission’s duties, 
the legislation under which they had been acquired, and the 
work load and its distribution among the various bureaus and 
divisions. 

“This is being followed,” it said, “with a detailed study of 
certain important types of proceedings with particular relation 
to the time required for the completion of each step in their 
progress from initiation to decision. This part of the study is 
directed to ascertaining the various factors which determine 
the time and expense of proceedings before the Commission, 
and to developing procedural recommendations for expediting 
matters without adversely affecting the quality of the work or 
the rights of the parties concerned. Substantial assistance in 
this work has been given by the Interstate Commerce Commis- 
sion, which has prepared for the board a considerable amount 
of statistical and other data regarding its activities.” 

In this connection, said the board, a detailed examination 
had been made of the use by the Commission in its decisions 
of material not formally incorporated in the record of the pro- 
ceedings involved, under the legal principle of official notice— 
“the administrative counterpart of judicial notice.” Such use 
of extra-record materials was “not only inevitable but in many 
instances necessary if the decision is to be well informed and 
sound,” and the problem was not how to prevent its use, but, 
rather, to define “principles consonant with the decisions of the 
courts which will permit the taking of official notice where it 
is desirable and at the same time will assure all parties con- 
cerned an adequate opportunity to meet and explain any extra- 
record material so used which may adversely affect their in- 
terests,” the board said. 

“This part of the board’s study, which is approaching com- 
pletion, reviews the authorities, analyzes numerous reports of 
the Commission, and concludes with suggestions for the con- 
sistent development of official notice practice,” said the board. 

It said it had made an examination of the transportation 
work in which several departments and governments, not in- 
cluding “certain war agencies,” had been engaged, so as to 
ascertain the extent of such work and whether or not duplica- 
tion existed. 

“The relation of transportation to numerous activities of 
the federal government,” it continued, “is illustrated by the 
fact that more than eighty agencies or departmental units are 
active to a material extent in matters relating to transportation. 
. . - Instances of exact duplication are rare. The results of the 


examination were made available to the Office of Defense 
Transportation. .. .” 


Continuing Research Suggested 


Its discussion of this phase of its study included the fol- 
lowing: 


In the administrative regulation of transportation there are mani- 
fest the difficulties which beset the regulatory process in other fields; 
proceedings which are slow and expensive rather than quick and inex- 
pensive; policy development which leaves broad areas of uncertainty; 
procedures not always well suited to the ends desired; and legal doubts 
which affect important parts of the administrative work. The ten- 
dencies to encumber a regulatory agency with miscellaneous duties, 
and to charge it with tasks which are either too large or too involved 
procedurally for successful completion, also are apparent. . . . Ex- 
perience of more than a century with administrative agencies warns 
against placing immoderate burdens upon government and indicates 
with some definiteness the limitations of these agencies, as well as the 
advantages which they unquestionably possess. 

The need for governmental research and planning in transportation 
matters has been increasingly recognized in recent years, but there is 
little agreement upon the place in the governmental establishment 
where such work can most successfully be pursued. ... 

Various proposals have been made for reorganization of the Inter- 
state Commerc? Commission, for establishment of new regulatory 
agencies, and for creation of a department of transportation, headed by 
a cabinet member. Plans which would work such significant changes in 
responsibilities aiid duties may not be lightly entertained or casually 
advocated; they involve intra-governmental relationships as well as 
relationships with the regulated industry which should not be altered 
abruptly without convincing reasons. Careful consideration should pre- 


cede any recommendation for change in the governmental struc- 
ture. . 
















Those who drew from those statements an inference that 
the board was suggesting its own perpetuation and was hinting 
that it might relieve the Commission of some of its burden in 
the field of investigations, etc., found support for their point 
of view in the concluding paragraphs of the board’s introduc- 
tory remarks in its report, where “continuing research” was 
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proposed. There, the board argued that in the era of transition 
from war to peace there would be need for cooperation between 
the transport industry and government; that “such cooperation 
will have to be based on a thorough understanding of the trans- 
portation problems which have to be faced’; that “the basic 
information required should be made available as a result of 
continuing research which will serve to inform the government 
and the public as to needs and developments”; that wise and 
consistent transportation policies could be formulated on the 
basis of such assembled data, and that “the board is engaged 
- ee and developing information of the type men- 
mene... 

The board said its investigations and studies embraced 
transportation costs, “on a regional basis and for separate com- 
modities and services, for varying distances and under varying 
conditions”; traffic flows (to determine the national transpor- 
tation system best suited to the country’s needs)¢ carrier per- 
formance, from the standpoint of capacity, dependability, con- 
venience, speed, safety, flexibility, and po Ts ility; and rates 
and charges from the point of view of the needs of the carriers 
and of the ms ed public. In the coming year, it said, it ex- 
pected to complete reports covering its major studies and in- 
vestigations and a final report en,dodying its general findings 
and recommendations. 


Economy and Fitness of Carriers 


Outlining its studies of the relative economy and fitness of 
carriers, the board said its investigations in that field consti- 
tuted its basic task and that they were divided into technical 
and economic studies. The former included, it said, studies of 
cost techniques, and on completion of those studies a compar- 
ison of costs would be made “to determine the proper econom- 
ical sphere of each mode of transport.” It said it had selected 
the Mississippi and Ohio River valleys as representative areas 
for cost surveys. 

“Costs will be developed for capacity loads and for various 
lighter load factors,” it conitnued. ‘Cost comparisons are to 
be made for less carload as well as for carload units for vari- 
ous distances. Selected movements will cover economical rail, 
water and truck hauls, ... All-rail, truck, joint water-rail, joint 
water-truck, joint rail-truck, and joint rail-water-truck move- 
ments will be compared. It is expected that the comparisons 
will indicate where the rail, barge, and truck hauls, respectively, 
possess cost advantages and to what extent combination hauls 
employing more than one type of transportation may be eco- 
nomically desirable.” 

In examining possibilities of greater consolidation and 
unification of rail terminals as a means of promoting more 
efficient utilization of the rail transportation plant, the board 
was studying operations at Potomac Yard, in Virginia near 
Washington, and looking into such matters as flow of traffic, 
car and locomotive movements and delays, it said. 

“The need for investigation is apparent from the fact that 
on the average freight cars are only in movement approximately 
two and one-half hours daily,” it said. 

Other items involved in the technical cost study, it added, 
included rail maintenance-of-way, design and capacity of roll- 
ing stock, car utilization (including the practicability of contin- 
uing car-pooling arrangements after the war); rail abandon- 
ments and construction, and motor carrier and water carrier 
technical studies. 

Economic studies of relative economy and fitness include, 
according to the report, traffic flow and distribution, regional 
traffic trends, the economics of traffic flows, regulatory policy, 
rate policy and standards of control, supply policy and stand- 
ards of control, integration policy and standards of control, 
shipper-carrier relations (rate-making and publishing proced- 
ures of carriers), labor studies, trade barriers in motor trans- 

rtation, economics of air transport, and economics of pipe- 
ine transportation. 


“Integration” of Carriers 


On the subject of “integration” of carriers, the board re- 
cited the growth of regulatory legislation and added that, 
“while considerable interest and effort has been given to in- 
tegration problems and private and public plans, the nation has 
persistently steered clear both of limited-system consolidations 
and of uniting all types of transport facilities into overall trans- 
portation companies under one management.” Continuing, it 
said, in part: 


The current revival of interest in the problem of integration, 
especially of the transportation company type, which contemplates a 
limited number of transport systems unifying air, motor, pipeline, 
rail and water facilities under private auspices, and the failure of past 
consolidation proposais make it desirable for the board to review the 
record. Though the subject has been extensively studied, public under- 
standing of present issues will be furthered by determining why previ- 
ous consolidation plans and proposals to integrate all transportation 
agencies under single managements lacked general appeal and why so 
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little In the way of actual Integration was achieved. The board's study 
also seeks to ascertain whether the piecemeal truck-truck and rail-truck 
types of unification which have been occurring in the motor field faejjj- 
tate more economical transportation and Improved service and whether 
this administratively-controlled type of knitting together should pe 
encouraged or discouraged, 
potentialities for lower costs and rates as a result of large-scale truck 
operations. The most pressing question of public policy today 
whether present prohibitions or restrictions in 
should be relaxed cr tightened. 

The growing tendency for trucking companies to merge . . . hag 
stimulated fears that competition within this field and between trucks 
and rails will be substantially impaired. While this danger has beep 
officially admitted as a possibility, the view has been entertained by 
regulatory officials that considerable Impairment of competition is justi. 
fled by the potentialities for achieving lower cost and improved service, 
This working assumption should . be checked against the actual] 
effect of the significant mergers that have taken place to insure that 
improvements in transporiation conditions of Interest to the: public are 
being made or are worth the conditions sacrificed. The question whethey 


is 
regulatory statutes 


it Is necessary for ralls to operate truck facilities in order to substitute 
effectively truck for rail movements where truck movement is more 
efficient will also be «examined, . .. One of the projects In the labor 


studies section gives particular attention to the labor-displacement fear, 
which has been a stumoling block in the way of actual Integration. , , , 


Various Studies ' 


The “rate policy and standards of control” investigation, 
said the board, dealt with two main policy problems: (1) Dif- 
ferentiation of situations where it is advisable to exercise con- 
trol from those in which rates should be determined by market 
forces; (2) finding the proper relationship between costs and 
rates when control was exercised. The “supply policy” studies, 
it said, would deal with the fixing of “floors to competitive 
rates,” the limiting of the number of motor and water carriers 
permitted to enter the transportation field and the limiting of 
the commodities, routes, services and territories of each such 
carrier. 

The studies of the economics of traffic flows, the board ex- 
plained, showed the importance of transportation rates relative 
to other costs of production and marketing and reflected the 
business significance of differences that existed between rates 
in various sections of the country. 

“The studies also pertain to the relative economy and fit- 
ness of the carriers, first, in showing the type of transportation 
service needed by an industry and, second, in showing how busi- 
ness policies, such as the use of delivered price systems, which 
have been developed for internal industry reasons, may inci- 
dentally have a larger effect on the use of the several carrier 
agencies than the relative rates or services of the carriers,” 
said the board. 

It said its carload traffic study was based on data supplied 
to it by the railroads, covering the flow of commodity traffic 
by rail in 1939. Information covering movements of about 
925,000 cars had been provided, it added. This information, 
showing freight charges, mileage and weight for 156 commodi- 
ties, would be usable for, among other things, analyses to show 
how transportation factors affected industrial organization and 
how industrial policies affected the economy and fitness of car- 
riers, the board stated. 

In the traffic flow investigation, the board said that six 
studies had been undertaken, covering: (1) anthracite, bitu- 
minous coal and coke; (2) iron and steel raw materials and 
finished products; (3) cement and its raw materials; (4) crude 
petroleum and petroleum products; (5) hogs and hog products, 
and (6) potatoes. These commodities, it said, made up over 60 
per cent of the total rail traffic. 

The board discussed and repeated the conclusions it had 
made in its summary report on interterritorial freight rates 
(see Traffic World, April 3, p. 799). It noted that after publica- 
tion of that report, several bills drafted to carry out its recom- 
mendations were introduced in Congress. 

It said that its study of carrier taxation had proceeded 
along lines described in its annual report for 1942, that most 
of the necessary data had been acquired, and that analyses 
were nearing completion. 


Public Aids 


The board said its study of public aids to carriers was now 
in its final stage of preparation. Its discussion of that study 
contained the following: 


The functioning of the nation’s transportation system is now closely 
geared to the urgent necessities of war, and this circumstance has 
emphasized to an unusual degree the importance of maintaining in 
readiness a national transportation system which will, in its various 
essential parts, be adequate in the event of a sudden national 


emergency. The present war is providing a significant record of the 
contributions to national defense of the several modes of transport. 
In this connection, the question is presented as to what part of the 
costs of maintaining a transportation system adequate to meet the 
critical peak demands of a national emergency may properly be borne 
by the whole public through their government, as a charge to national 
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defense. With a return to peacetime conditions, the needs of com- 
merce will once more be a primary factor in Avaling with transportation 
problems and in shaping public policies relating thereto. It is desirable, 
therefore, that the needs of defense and of commerce shall each be 
carefully considered and given appropriate weight in determining, in 
particular instances, the proper role %f government in the promotion 
of various types of transportation facilities. 


Transportation Plant 


The board devoted much of its introductory statement to a 
discussion of “the magnitude of the transportation plant of the 
United States.” Fixed facilities of all transport agencies in- 
volved “something over 3,400,000 miles of ‘line’,” it said. High- 
ways constituted about 3,000,000 miles of that total; railways, 
946,933 miles; airways, 43,283 miles; inland waterways, 27,933 
miles, and petroleum pipelines, 98,681 miles. _ 

Intercity tonnage of freight transported in 1939, totaling 
1,882,092,000 according to estimates of the board’s traffic sec- 
tion, was divided among the various types of carriers as fol- 
lows: railroads, 51 per cent; highway, 19 per cent; coastal and 
intercoastal waterways, 6 per cent; inland waterways, 8 per 
cent; Great Lakes, 6 per cent, and pipelines, 10 per cent. The 
board added that unamortized public expenditures in transpor- 
tation facilities in 1949, as estimated by its traffic section, 
totaled $18,681,000,000, divided as follows: waterway facilities, 
$1,930,000,000; highways, roads and streets, $16,500,000,000, 
and air transport facilities, $251,000,000. It said Class I rail- 
roads in 1939 had a total freight carrying capacity of 82 mil- 
lion tons, while capacity of all trucks, trailers and semi-trailers 
registered in that year had been estimated at 11,354,000 tons, 
approximately one-third the total capacity of all railway box 
cars and one-seventh of the capacity of all types of rail equip- 
ment.” These figures, it said, exaggerated the relative impor- 
tance of intercity trucks. Estimates suggested, said the board, 
that over 50 per cent of the registered trucks were used by 
farmers or city wholesale and retail establishments. 

‘If the trucks of smaller capacity are assigned to this 
class,” it added, ‘“‘the approximate capacity of the remainder 
would be 7,500,000 tons equal to slightly over nine per cent of 
the capacity of all railroad equipment.” 


Improvement in public regulatory and promotion policy 
alone would not suffice to bring about better transportation 
conditions, for the carriers themselves had caused waste, lost 
motion, unnecessary expense, and had had unprogressive man- 
agement, it said. Clarification was needed of the areas in which 
a competitive pattern and group action were required in dealing 
with management problems, it added. 


War and Post-War 
Further comment by the board included the following: 


Today a tremendous job is being done by management and em- 
ployes in moving freight and passengers. The carrier personnel are 
entitled to a large share of the credit for the success of the war enter- 
prise. However, it is apparent that the transportation plant is wearing 
out faster than it is being rebuilt and replaced. At the end of the war 
the railway and highway elements of the plant in particular will be in 
need of improvement, new facilities, equipment, and long-deferred main- 
tenance. There may be a temporary surplus of ships and airplanes and 
perhaps some pipelines. The question arises: What is to be done 
about all this in order that the country may have ‘‘a national transpor- 
tation system: adequate for commerce, the postal service, and the na- 
tional defense?’’ 

As the country becomes adjusted to a peacetime economy the 
transportation plant may need to be gauged to new levels of national 
production and income. Making up for the war’s depletion of goods 
may cause several years of extensive industrial activity and consequent 
heavy utilization of transportation. The era should see significant 
technological advancement in railway rolling stock, traffic equipment, 
terminals and way maintenance; in motor vehicle, airplane and ship 
design, including further development of the diesel engine; and in con- 
Struction of highways. waterways, and air-transport loading, landing 
and safety devices. In effecting these improvements the transport 
agencies may be aided by greater outlays for public works which should 
include a major share for transportation, and by a growing public in- 
vestment in transport facilities. Better services at lower costs to the 
carriers and reduced charges to the public would promote an increas- 
ing patronage of the carriers. Lower freight rates would create do- 
mestic business through reduction of the delivered price of most com- 
modities and would strengthen the position of American producers in 
a world market. 

Post-war planning presents a great challenge in the history of 
American transportation. It will require the country’s best statesman- 
ship, capacity for. organization, inventive genius, much exercise of re- 


Straint, and a willingness of the various agencies to cooperate for the 
good of the entire nation. 


CONTROL OF EXPORTS AND IMPORTS 


The Office of Exports of the Office of Economic Warfare 
has issued current control bulletin No. 122 listing commodities 
now under allocation that are removed from general license 
to all destinations. Effective September 27 shipments of these 
commodities will require individual export licenses. 
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Interterritorial Rate Report 


Embodying much statistical information and extensive dis- 
cussion of the significance of such data, the complete report of 
the Board of Investigation ad Research on its study of inter- 
territorial freight rates, in support of the recommendations it 
had made in a summary report issued March 30 (see Traffic 
World, April 3, p. 799) was made public by the board Sept. 24. 

The complete report covered, in addition to many charts 
and graphs, 744 typewritten pages and a separate 33-page state- 
ment by Chairman Nelson Lee Smith elaborating on the dis- 
agreement with the conclusions and recommendations of the 
other two board members which he had expressed in the sum- 
mary report. A letter of submittal to the President and Con- 
gress contained a statement that this study was undertaken by 
the board in December, 1941, and had been made under the 
direction of Dr. D. Philip Locklin, professor of economics and 
transportation at the University of Illinois. 

Chairman Smith’s princizal objection to the majority report 
was its proposal, as he interpreted it, to curtail by legislation 
“the discretionary authority of the administrative agency pres- 
ently entrusted with the duty of applying to specific situations, 
with the flexibility necessary in this technical field, the broad 
outlines of national policy as declared by the Congress.” The 
proposal to which he referred called for amendment of part I 
of the act by addition of a declaration that “it is in the interest 
of a proper development of the country as a whole that there 
should be established a uniform classification of freight and a 
uniform scale of class rates, for application in interstate com- 
merce throughout the United States, except where departures 
from uniformity may be clearly shown to be required.” 

“It is my opinion,” said Chairman Smith, ‘that specific 
mandates of the sort proposed should not be enacted unless the 
value of such enactment is clearly apparent, and then only if 
the objective sought by the statute is well defined and prac- 
tically attainable. The board’s recommendation as to legisla- 
tion does not, in my judgment, meet those standards. 

“While it might be argued that—because of the procedure 
provided for in the consideration of possible exceptions to the 
rule of absolute uniformity—the legislation recommended would 
not absolutely bind the administrative agency, still the enact- 
ment of such legislation during the pendency of proceedings 
involving the same subject matter could scarcely be construed 
otherwise than as a specific congressional mandate. Although 
it is for Congress to determine the extent to which discretionary 
authority can satisfactorily be left with its administrative 
agencies, it seems appropriate to call attention to the fact that 
intervention of the sort suggested could, if generalized, destroy 
the advantages of the present regulatory procedure.” 

Continuing, Mr. Smith said: 


In commenting upon the report and expressing objections to the 
legislative recommendations, I do not intend either to condone existing 
regional class-rate differences which are unwarranted or to take the 
position that nothing should be done to correct any rate adjustments 
which are not justified. This should be done reasonably, expeditiously, 
and in a proper and orderly manner. No one familiar with the vagaries 
of rate-making and the inconsistencies of the present rate structure 
can be entirely unsympathetic with the urge for abrupt changes by 
direct action. As I interpret the report, however, desirable changes in 
the freight-rate structure should be brought about through the estab- 
lished regulatory processes. 

It is clear that responsibility, both for the inadequacies of data and 
for the improvement of the existing rate situation, rests on the car- 
riers and the regulatory agency. That carriers should sometimes resist 
efforts to secure information essential to determination of fundamental 
questions in rate-making is perhaps explainable in terms of immediate 
self-interest in maintaining existing rate relationships and divisions; 
but unwillingness to cooperate in the disclosure of needed data and 
reluctance to join in open-minded consideration of new approaches to 
rate problems promote neither self-interst nor the public interest in 
the long run. These are matters which it is within the function of the 
carriers and the regulatory agency to correct. 

To emphasize this joint responsibility and opportunity would, in 
my judgment, be helpful. But to recommend legislative action under 
these circumstances—without demonstration of immediate need, clarity 
of objective, or probable result—is neither to advance the proper reso- 
lution of a controversial issue nor to contribute effectively to the 
development of sound national transportation policy. 


Argument of Majority 


In the majority report, it was stated that fears of particu- 
lar carriers or groups of carriers that their revenues would be 
adversely affected had constituted a stumbling block to the 
attainment of uniformity of classification. The board said that 


- diversity of economic conditions, and the necessity for ratings 


that would meet the conditions peculiar to a particular territory, 
had been pointed out in defense of the maintenance of the dif- 
ferent classifications. It added: 


The same arguments which are used against the establishment of a 
uniform classification were used against the establishment of uni- 
formity within the present classification territories. Differences in con- 
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WITH WHAT IT TAKES 


Field Warehousing May Be Your Answer 





Dozens of companies, faced with the problem of borrowing money on 
goods and raw materials, have found that the Tidewater Method of 
Field Warehousing answers their need exactly and at less cost than ware- 
house storage. It is a complete and firmly established system whereby 


we bring the warehouse to your plant, and issue warehouse receipts 
against which you borrow from your own bank. May we explain it fully ? 


TIDEWATER FIELD WAREHOUSES, INC. 
JOSEPH E. LOWE, Vice-President, 17 STATE STREET, N. Y.C. 
40 JEWETT PLACE, UTICA, N.Y. or BOX 109, EASTHAMPTON, MASS. 
131 BEVERLY STREET, BOSTON ~ 1367 BROAD ST. STA. BLDG., PHILA., PA. 





“ The Chain of Tidewater Terminals 
4 and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia, Pa. 
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ditions existing within the major territories are fully as great as those 
among the territories. In spite of this situation, however, uniformity 
was attained within the three classification territories. No doubt this 
adversely affected the revenues of some carriers which might have 
fared better if they had had a free hand in classifying their freight. 
Such departure from uniformity within a classification territory as 
now exists is accomplished through classification exceptions of limited 
application, or through the establishment of commodity rates. 

In determining whether uniformity of classification is possible, 
attention should be caljed to the fact that if cost-of-service consider- 
ations alone determined the rating of an article, the classifications in 
the different territcries would be substantially uniform. This would be 
true regardless of differences in transportation costs generally, in the 
different territories. A freight classification based on cost-of-service 
principles would group commodities according to the relative costs of 
transporting them. Generally speaking, if it costs more to transport 
one article than another in one territory, it costs more to transport 
the first article than the second in all territories. There are doubtless 
some exceptions to this situation, growing out of differences in prod- 
ucts produced in one area and those of the same name or description 
produced in another, but the number of instances in which this would 
happen would be very limited. Some regional differences in the relative 
cost of transporting commodities might arise from differences in quan- 
tities shipped, methods of handling, and differences in equipment used, 
but these again would he of limited number. 

It is because cost-of-service factors are not the sole consideration 
in classifying freight that such a variety of ratings exists on the same 
articles in different territories. In fact, many of the differences in rat- 
ings probably rest upon nothing more substantial than different ideas of 
rate-making officials concerning what the commodity should properly 
be called upon to pay. On the great majority of articles in the classi- 
fication there are probably no significant territorial differences in value- 
of-service characteristics. On other commodities, differences in what 
the traffic will bear may exist, and may be of sufficient significance to 
warrant different ratings in one territory than in another. 

There is no convincing reason why a uniform classification for gen- 
eral application throughcut the United States could not be adopted. 
Such a classification would be desirable in that it would eliminate many 
unjustifiable differences in rates. Any necessary or desirable regional 
or local differences in ratings couid be published in classification excep- 
tions of limited application in the same way that differences within 
rate territories are now handled. Departures from uniform ratings 
should not be allowed too freely, but should be permitted when ade- 
quate reasons for them exist. Such a policy, together with the use of 
commodity rates for special situations, would permit whatever degree 
of flexibility is necessary to meet different conditions in the different 
parts of the country. 


“Modernization” Suggested 


The board said that motor vehicle transport had to some 
extent destroyed the basis on which much of the traditional 
classification of freight rested, and that this situation suggested 
the need for a modernization of freight classifications ‘with 
more consideration given to the relative costs of transporting 
different kinds of freight.” 

Recognition of existing class-rate territories, but bringing 
about as great a degree of uniformity in the class-rate levels 
as would be consistent with transportation costs and the revenue 
needs of the carriers, the board said, would result in bringing 
the levels of class rates much nearer together than they were 
now. It added that, to the extent that different levels of class 
rates were maintained in the different territories, even though 
the differences were small, there would be an interterritorial 
rate problem, “that is, the problem of constructing rates from one 
territory to another,” and that the normal and proper basis for 
constructing such rates would be on a blended basis. 

The majority of the board argued that “it would be easier 
for the Commission to bring about a revision of the rate struc- 
ture if it had a mandate from Congress to bring about uniform- 
ity to the extent that it is practicable.” 

“It is important, however,” the board majority continued, 
“that any adjustments in rates be brought about through the 
established agencies of control. Direct legislative prescription 
of rates is fraught with many difficulties and should be avoided. 
It is entirely fitting, however, and consistent with traditional 
methods of regulation, that Congress declare what policies it 
wishes to be observed in the regulation of the carriers.” 


Rates and Industrial Development 


Chairman Smith, in a discussion of data contained in the 
report, said that regional differences in freight rates were 
viewed on the whole as the result, and not the cause, of differ- 
ences in the stage and character.of the economic development 
of the different rate territories. The position was taken, he said, 
that freight rates should not be used as a device to promote any 
particular pattern of industrial development, but that, as a 
matter of economic principle, they should be adjusted as closely 
as possible to transportation costs. 

“The report adopts the view,” he said, “that the equaliza- 
tion of freight-rate levels, particularly those applying to manu- 
factured articles, would create somewhat more favorable con- 
ditions for some types of industrial development in the south 
and west. . . . Sweeping contentions regarding freight-rate 
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handicaps to regional economic development have often been 
exaggerated. I find in the report no reason for believing that 
differences in rate levels and the structure of interterritorja] 
freight rates have materially affected the economic develop. 
ment of the various sections of the country... .” 

Data concerning the relative importance of various ty 
of rates in the actual movement of the nation’s commerce were 
meager, Said Mr. Smith. He said the best available estimates 
indicated that about one-fourth of the total carload traffic 
moved interterritorially while the remaining three-fourths wag 
intraterritorial; that about 85 per cent of the total carloaq 
traffic was transported on commodity rates and only about 15 
per cent on class rates, although class-rate traffic accounted 
for nearly 25 per cent of carload freight revenues, and that 
the proportion of carload traffic moving on class rates was 
much higher in official territory than within the other tery. 
tories. 

In the case of 1. c. 1. traffic, amounting to less than 2 per 
cent of the total tonnage, only 15 per cent was shipped inter. 
territorially while nearly 80 per cent of the total took class 
— and about 20 per cent moved under commodity rates, he 
said. 

He said it was concluded that the relative average levels 
of class rates within the major rate territories were: Official, 
100; southern, 133; western trunk-line, zones I. II. III and IV, 
127, 145, 160 and 183, respectively; and southwestern, 153. 

As to commodity rate levels, he continued, there was often 
no discernible rate pattern and, less frequently, any consistent 
relationship to transportation costs. Because of the multiplicity 
of these rates and the variations encountered, he said, it had 
not been feasible to develop quantitative over-all measures of 
differences in the average levels of published commodity rates. 

“For reasons apparent from the foregoing,” he added, “it 
has not been possible for the board to develop general indices 
of the relative levels of all published freight rates. .. .” 


Relative Rate Levels 


He said existing statistics were not very satisfactory for 
determining average rate levels as indicated by charges actu- 
ally collected on the tonnage moving. With such data as were 
available, the following relatives as measure of the average 
freight-rate or revenue levels had been computed: eastern dis- 
trict, 100; southern district, 105.5; and western district, 1166. 


The board’s report, he said, accepted the indices in the cost 
study prepared for the Commission by Dr. Ford K. Edwards, 
of the Commission’s staff, as the best available approximations 
of average transportation costs, but recognized that they were 
subject to further refinement and could not be taken as pre- 
cise measures. Mr. Smith said the conclusion that existing dif- 
ferences in class-rate levels were greater than could be justi- 
fied by differences in transportation costs was warranted on the 
basis of the data available. He added: 


Because of the character of the analysis, however, this comparison 
cannot be accepted as measuring the extent to which such differences 
in class-rate levels are unjustified and should, therefore, be reduced. 
Nor can the conclusion properly be limited to class rates, since the cost 
comparisons are not limited to class-rate traffic. 


. . A reduction or the elimination of class-rate differences would, 
from an over-all point of view, require only a small increase in average 
commodity rates in the south and west to compensate for any revenue 
loss which might be suffered by the carriers on the _ class-rate 
traffic. . 


Value-of-Service Question 


Chairman Smith differed with the majority as to the weight 
that should be accorded to ‘“value-of-service’”’ factors, saying 
that the report favored the giving of weight to such factors, in 
terms of the transportation characteristics of particular com- 
modities, through the classification and exceptions, or in com- 
modity rates, rather than in class-rate levels, but that the extent 
to which value-of-service considerations could be applied was 
not so clear. He added: 


In the report it is pointed out that value-of-service considerations 
have too often been relied upon to excuse the use of freight rates as 4 
device for equalizing competitive conditions and opportunities—a policy 
which the report condemns—and to explain away unwarranted incon- 
sistencies in the rate structure. . . 
ability of basing all rates exactly upon aliocated costs would be un- 
realistic. . . . The report seems to allow greater scope of such factors 
in the case of commodity rates.... . 

The difficulty, however, lies in restricting the application of value- 
of-service considerations within limits sufficiently definite to prevent 
abuse, even when applied ‘o particular commodities rather than to 
broad classes. Value-of-service is a much used, but nevertheless vague 
term. . . . If applied too broadly, value-of-service considerations could 
defeat completely the objective sought throughout this report—that of 
reasonable conformity of rates to costs and as great uniformity of rate 
structures as is practicable. A class-rate structure related to cost 
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establishment of commodity rates based on value-of-service consid- 
erations. 


Commodity Rates 


He said the report drew a distinction between commodities 
moving comparatively short distances and those moving over 
longer distances from many different origins to common mar- 
kets. On the former, uniformity of rates was not regarded as a 
matter of great moment; on the latter, uniformity was deemed 
desirable if not inconsistent with transportation costs and car- 
rier needs, he said. He said the report suggested that such 
commodity-rate structures be dealt with through a series of 
proad investigations, each covering a single commodity or 
group of related commodities. 

Mr. Smith agreed with the majority view that an effort 
should be made to obtain greater uniformity of rates, and said 
that a closer approach to uniformity of class-rate scales and 
levels could be effected, but that the extent to which this was 
possible was a question that the report did not answer. 

Referring to the majority’s view that uniform freight 
classification be established to promote development of parts 
of the country in accordance with their natural advantages, 
without such artificial handicaps as resulted from rate differ- 
ences, Mr. Smith said that the emphasis on “natural advan- 
tages” and “artificial handicaps” seemed not wholly consistent 
with a proper interpretation of the conclusions of the report 
regarding the limited effects of the rates in question. 

He said the board’s legislative recommendation, in addition 
to being subject to the objection that it was premature, was 
in many respects not consonant with the substance of the 
report taken as a whole. 

“Where the report provides for the choice by the Commis- 
sion of methods to be followed in correcting any regional 
differences in classification and class-rate levels which are 
found to be in fact unwarranted,” he said, ‘the recommended 
legislation selects the approach to be followed, prescribes the 
procedure, and imposes time limits which might not be suffi- 
cient for a task of such magnitude.” 

It would be a wiser policy, he said, to see just what, if 
any, statutory authority to deal with these rates was lacking, 
and just how, if at all, a declaration of policy could be helpful, 
than to urge on Congress the enactment of legislation of “very 
doubtful meaning and effect.’ 

He said the report showed that comodity rates were far 
more important than class rates in moving the commerce of 
the country; that it was the class-rate structure that was the 
special subject of current public controversy; that it had not 
been feasible in this study to examine the entire commodity- 
rate situation in the same detail, but that it was recognized 
that any general revision of the class-rate structures would 
necessarily have impacts on the commodity rate situation. 

He wondered whether the majority proposed to later bring 
such commodity rates as were not tied more or less directly 
to the class-rate structure in to conformity with the proposed 
uniform classification and class-rate scale. He asked, also, 
if it was intended subsequently to broaden the rule of uni- 
formity to apply to the rates of carriers subject to other parts 
of the act which were competitive with rail carriers and “must 
be considered in any broad treatment of national transportation 
policy.” What, he asked, was meant by the inequitable con- 
ditions that might require departures from uniformity? How 
might the necessity of departures for this and the other reasons 
mentioned be demonstrated? he inquired. The proposed stand- 
ards for departures from the rule of uniformity, he said, were by 
no means clear. He added that the correction of inequitable 
conditions was so broad a term it might mean almost anything. 
Taken together, the standards proposed would require con- 
siderable clarification if intended to be used in the practical 
application of “a statute of this character,” he said. 

A footnote to the report showed that Dr. Locklin, under 
whose Supervision it was prepared differed with the majority 
> the question of legislative action. It stated that it was the 

“einige S opinion that legislation should be avoided that would 
place restrictions or limitations on the Commission in deter- 
tieabe on its merits, the extent to which uniformity was prac- 
gcable and consistent with other provisions of the act or in 
etermining the rate readjustments most appropriate to bring 
about greater unifomity, nor should legislation be enacted that 


Fn aoe prevent the ready adjustment of rates to changed con- 


LEGISLATIVE RATE-MAKING 


The Greater Miami, Fla., Traffic Association has adopted 
: resolution, copies of which have been sent to Florida mem- 
aoe of Congress, protesting against pending bills involving 
reight rates. The resolution says that the Commission has in 
the last 56 years done much to establish rate structures most 
Suitable to economic conditions existing in all parts of the 


nation, an effort that resulted in “producing the present system 


729 


of transportation that is generally conceded to be the world’s 
best.” It says the pending bills propose to substitute, for the 
established rate-making practices, “a plan similar to that of 
the parcel post system.” Under the proposals, it says, rates 
and charges would be based on utterly inflexible distance 
scales. It urges Congress to consider “the injury to both com- 
merce and our carriers that might result from any measure 
that would disrupt the present method of administering” the 
act, and that it “continue the present system of assigning such 
duties to the Commission.” 

F. G. Robinson, traffic manager, Galveston Chamber of 
Commerce, has announced that his organization, and the Trans- 
portation and Foreign Trade Club of Galveston, have gone on 
record as opposed to all pending bills involving Congressional 
rate-making. In a recent article appearing in the Shippers’ 
Digest of Galveston, Mr. Robinson attacked two of the bills, 
S. 1030, by Senator Stewart, of Tennessee, and H. R. 2547, by 
Representative Patman, of Texas. The article said the bills, 
if adopted, “would cause immediate or slow death and destruc- 
tion of localities.” It said the bills were faulty in that they 
would apply only to railroad services, would not provide for 
determination of rates in consideration of commercial and 
competitive conditions, would impose a distance “straight 
jacket disrupting long-standing origin and destination rate 
groups, and woud create “multiplicity of litigation between the 
federal and state governments.” 


DISCRIMINATION BY FREIGHT RATES 


Frank L. Barton, the author of the article under the above 
caption in The New Republic of September 13 which was re- 
printed in the Traffic World of September 18, is employed as 
an economist in the division of the Bureau of the Budget work- 
ing on the problem of reducing the number of government 
questionnaires. He formerly was with the Tennessee Valley 
Authority. He said, with respect to his article; that a note was 
carried in the back of The New Republic that the views ex- 
pressed in the article were entirely his own. 

It was reported that the Barton article had been referred 
to the Office of War Information for “clearance,” under the 
practice requiring, in effect, approval for publication of arti- 
cles by government officials, and that the article came to the 
attention of Commission officials with the result that Secretary 
Bartel, of the Commission, protested against it. Mr. Bartel, 
when asked about this report, refused to comment, referring 
the inquiry to Chairman Alldredge, of the Commission. The 
latter also refused to comment. The Office of War Information 
official handling “clearance” matters said that information as 
to what was done in such cases was “inter-office” information 
that would not be made public. It was understood, however, 
that the Barton article had not been “cleared.” 


West-South Governors’ Meeting 


Governors of eleven far-western states, members of the 
Western Governors’ Conference, refused to join hands with 
governors of the southern states in action toward “equalization” 
of freight rates, in a meeting of the two groups at Denver, 
Col., last week-end. In an executive session lasting several 
hours, the two groups agreed on a resolution calling for an 
independent study of freight rates by the “appropriate state 
agencies” of the western states. It was pointed out that the 
phrase was used to designate the respective state commissions. 

The resolution read as follows: 


Resolved by the Western and Southern Governors’ Conferences, in 
joint session assembled, first, that the states of the Western Gover- 
nors’ Conference, if they see fit, separately and independently, through 
their appropriate state agencies, study the freight rate subject with 
respect to any discriminations that may affect the respective western 
states and, second, that a liaison committee of the two groups be 
appointed to study matters of mutual interest other than freight rates 
and also to consider the advisability of another joint meeting of the 
two groups. 


Jeffers Talks to Governors 


There may be necessity for further study of the compara- 
tive freight rate structures in the south and west, on the one 
hand, and in Official Territory on the other, but the way to 
handle such studies and to make adjustments, should they prove 
necessary, is through the Interstate Commerce Commission. 
That was the burden of an address made before the conference 
of southern and western state governors at Denver last week, 
by W. M. Jeffers, president of the Union Pacific Railroad and 
former federal rubber administrator. He spoke in reply to a 
statement made by Governor Chauncey Sparks, of Alabama, 
who complained that rates on manufactured goods shipped out 
of the south were discriminatory and said that the south would 
press for rate legislation in Congress unless the Commission 
acted soon to remove that discrimination. 

Mr. Jeffers said his birth, rearing, and business career all 
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made him a “friend of the west” and particularly mindful of 
“the necessity for expansion of industry—decentralization of 
industry—spreading it out to all sections of the country.” Con- 
gressional action, however, was not the way to work toward 
that objective, he said, because the relatively small representa- 
tion of the western states in Congress would be ineffective. 

“We in the west don’t want to build up a situation where 
it becomes so political that the states north of the Ohio River 
and east of the Mississippi are going to determine to what ex- 
tent the west or south can expand,” said he. 

Congressional action on freight rates, he said, might pro- 
duce countrywide uniform freight rates, ‘but in the final anal- 
usis uniform freight rates mean mileage rates and that, in turn, 
means a straight-jacket.” Under a rate system so established, 
he said, there would be no way of obtaining redress in cases 
where individualities or localities were harmed. Under the 
present arrangement, with rates under control of the Commis- 
sion, he said, a new industry wishing to establish itself in Col- 
orado, could discuss freight rates with the railroads serving 
’ the area and, when the two agreed, could submit the rates to 
the Commission for approval or disapproval. If the Commis- 
sion approved, the rates went into effect, he said, adding that 
under Congressionally-made rates, no such flexible course was 
possible. 

He said that the matter of rates, like many other matters, 
could be handled better ‘“‘at home where they are understood.” 
When he first went to Washington as rubber director, he said, 
he met much opposition among truckers who complained to the 
White House that he was a railroad man and would, therefore, 
“crucify the trucking industry.” His real objective, he said, 
was not merely to preserve the highway transport industry, but 
to “increase the amount of traffic that the trucking industry 
could handle.” In a few months, he said, the trucking associa- 
pet were his best friends and supported every suggestion he 
made. 

As to shipper attitude on legislative rate-making, he said: 

I have talked with a number of prominent shippers in the south and 
they and I do not disagree. They don’t want to be in a straight-jacket, 
and they don’t want to be in a position where the east, with the tre- 
mendous power in Congress, can control and direct the deliberations, 
the decisions, the thinking of the Interstate Commerce Commission. 
They don’t want the state -ommissions to be overrated, but, after all, 
the states have rights, the state commissions have some rights, and 
the people in the states should be protected by those commissions. 


Following the talk by Mr. Jeffers, a number of the western 
governors spoke in opposition to legislative rate-making, stress- 
ing some of the points made by Mr. Jeffers, particularly the 
fact that the representation of those states in Congress was 
not adequate to be effective. Prentice Cooper, governor of 
Tennessee, chairman of the Southern Governors’ Conference, 
asserted that that group was not in favor of legislative rate 
making, but that it was resting its case for the removal of 
rate discriminations against the southern states in the Com- 
mission’s general class rate investigation, Docket 28300. 

The Western Governors’ Conference consists of the gov- 
ernors of Montana, Wyoming, Colorado, New Mexico, Arizona, 
Utah, Idaho, Nevada, Washington, Oregon and California. 
John Vivien, governor of Colorado, is chairman. He presided 
on the first day of the joint meeting, and Governor Cooper on 
the second day. Governors of Nebraska and Kansas were 
present as guests. 


AIR BOARD SAFETY ACTION 


The Civil Aeronautics Board has revoked the airline trans- 
port pilot certificate of Ernest E. Basham, Sr., a civilian test 
pilot, for piloting a four-motored Consolidated B-24-D Liberator 
Bomber within 500 feet of an American Airlines transport plane 
in scheduled flight near Lake Worth, Tex. The board said that 
Pilot Basham had twice engaged in this type of dangerous fly- 
ing and that his “carelessness and disregard for the lives and 
safety of others and disregard of the civil air regulations” con- 
stituted sufficient cause to justify revocation of his pilot cer- 
tificate. 

At the same time the board also announced that it had 
suspended for six months the commercial pilot certificate of 
Jesse A. Blevans, test pilot for the North American Aircraft 
Company, for flying a B-25-D Mitchell Bomber within 150 feet 
of a Transcontinental & Western Air Transport plane carrying 
passengers in scheduled flight near Adrian, Tex. 

The board said that it considered its duties and responsi- 
bilities of maintaining safety on the scheduled airways of pri- 
mary importance, particularly in wartime. The board pointed 
out that in a similar instance, which resulted in an Army Lock- 
heed B-34 Bomber colliding with an American Airlines airliner 
over Palm Springs, Calif., last October, causing the death of 
nine passengers and a crew of three, it found the “reckless and 
irresponsible conduct” of the Army pilot “in deliberately ma- 
neuvering a bomber in dangerous proximity to the airliner” the 
probable cause of the disaster. 
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Post-War Air Transport 


The National Planning Association, Washington, D. C.,, has 
issued, in a 30-page pamphlet, an essay by Ernest W. Williams 
Jr., on “The Outlook for Domestic Air Transport,” adapted from 
a study prepared by Mr. Williams as a part of the post-war 
transportation studies made public about two months ago by 
the now defunct National Resources Planning Board (see Traffic 
World, July 24, p. 205). 

Prefatory material in the N. P. A. pamphlet showed that 
Mr. Williams was now serving as an analyst for the War Pro. 
duction Board. William L. Batt, vice-chairman of the W. P.B, 
is chairman of the N. P. A., a private, non-profit research or. 
ganization whose membership, according to its statement, is 
drawn from “varied fields of government, business, and labor, 
the sciences and professions.” 

Included in Mr. Williams’ observations were discussions of 
the following topics: Basic characteristics of air transport; re- 
cent trends in air transport; effects of the war; recent technical 
trends and prospects; traffic potentialities; problems and ob- 
stacles to be overcome; the place of air transport in the politi- 
cal and international scene; the role of government, and “a 
forward view.” 

On the subject of “recent trends,” Mr. Williams said that 
the present air express rate structure was high in relation to 
rail express and parcel post and was poorly adjusted to the 
characteristics of air transportation ‘“‘so that it has probably 
served as a deterrent to the growth of cargo traffic.” 


Air Cargo Development 


“Not until the eve of the present war did real interest in 
air cargo develop on the part of the airlines,” he said. “For the 
present little can be done, but some of the larger lines are for 
the first time operating regular schedules devoted entirely to 
air express traffic, and much research, looking forward to rapid 
progress in the post-war era, is being conducted. An associa- 
tion of the larger lines has been formed to study the possibili- 
ties and to prepare for cooperative air cargo service as soon as 
it becomes possible to secure the necessary planes, personnel, 
and operating authority.” 

Potentialities for air cargo were difficult to assess, Mr. Wil- 
liams said. He observed that Eastern Air Lines operated an all- 
cargo flight between New York and Miami, that American Air- 
lines operated one between New York and Los Angeles, and 
that United Air Lines operated an all-cargo flight on a part of 
its transcontinental route. These flights operated on a better 
schedule than any of the passenger flights, he said. 

“Conventional passenger equipment is, of course, still used, 
and the full economics possible from specialized cargo plane 
operation are not yet being realized,’ he continued. “As the 
business develops, however, special craft will be purchased and 
used in increasing numbers, and the volume of the trade will 
depend very largely on the extent to which operating costs can 
be reduced and the rapidity with which the rate structure is 
brought into accord with those costs.” 


He said that rail express traffic in 1939 amounted to about 
750,000,000 ton-miles a year, “which would allow considerable 
scope for air cargo development, since if two-thirds of it could 
be diverted to airways, the air express volume would be boosted 
to 200 times the 1940 figures.” However, he added, because of 
relatively high costs, air cargo transport in the future would 
probably not be able to make any impression on the freight 
traffic of surface carriers. 


Collection and Delivery Costs 


“In order to attract even some of the high class less-that- 
carload and perishable business,” he said, “it would be neces 
sary to get rates down to five cents or less per ton-mile for the 
complete service from the producer’s door to the consumer's 
door. The heavy expense of the collection and delivery service 
would make this impractical, even though airport to airport 
costs were greatly reduced and overhead could be spread on 4 
very large volume of business. .. .” 

Air competition might stimulate surface carriers in improv 
ing their service and efficiency, Mr. Williams suggested. F 

“We must anticipate several years immediately following 
the termination of the war when air service will be in a grow 
ing, but somewhat makeshift, stage,” he said. ‘ 

He added that craft of very large carrying capacity prob 
ably would be introduced subsequently on the overseas routes 
and the longer domestic lines, while smaller craft would servict 
the shorter runs where frequency of service was more impor 
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tant. He made the following recommendations with respect to 
commercial aviation: 


1. A complete new conception of the requirements for airports and 
airways. ... To be adequate and effective, air transport must serve 
hundreds of communities that are now without airports adequate for 
commercial planes. ‘ ' 

2. The integration of airport development into the general trans- 
portation picture. 

3. More central locations and nigher standards of development. 

4. Clear approaches to airports for the use of blind landing methods 
now still in the experimental stage. 

5. Attention to the road pattern and to the development of express 
public transportation services between the airport and all parts of the 
community served. 

6. Attention to the growth of feeder systems using relatively small 
planes to gather and distribute traffic for the major through lines. 

7, Coordination between air and surface transport, since reliance 
upon surface transportation for the ccllection and delivery of freight 
is likely to be a continuing problem. 

g. Development of appropriate facilities for the transfer of freight 
between planes and trucks and experimentation with mechanical han- 
dling facilities for the loading and discharge of freight. 

9, For private flying, a multiplicity of flight strips and service 
stations. 


To carry forward the re-equipment and expansion of their 
lines and the development of extensive feeder services, the air- 
lines will need to raise ‘‘substantial amounts of capital,” re- 
gardless of the extent of government activity in providing air- 
ports and airways, Mr. Williams said, adding: 


They will be assisted in this by the fact that air transport is 
rapidly oecoming a more mature and promising industry with reason- 
able assurance of steady earning power. In consequence, private capi- 
tal should be forthcoming. 


The responsibility of the federal government, he said, “will 
probably be largely along the lines of policy pursued in the 
past... . The airway net must be greatly extended and cover- 
age must be intensified; lighting equipment, radio ranges, 
weather services, and other aids to navigation in connection 
with these airways must be thoroughly modernized; technica] 
research must be conducted on a more intensive scale than 
heretofore; and airport facilities for the domestic end of inter- 
national routes must be provided.” 


Air Certificate Applications 


Among new air-carrier certificate applications filed with 
the Civil Aeronautics Board are requests by several domestic 
air lines for authority to institute transportation service to 
foreign countries. Such applications have been filed by Braniff 
Airways, Inc., of Dallas, Tex.; Transcontinental & Western Air, 
Kansas City, Mo., and Chicago & Southern Air Lines, Inc., 
Memphis, Tenn. Authority to engage in air transportation be- 
tween west coast ports and Honolulu, Hawaii, is sought by the 
Matson Navigation Co., of San Francisco, Calif., long experi- 
enced in steamship operation but not now an air carrier. 

Several lines now engaged in domestic air transportation 
service have applied for permission to add many new rcutes or 
to serve additional intermediate points on existing routes within 
the United States. New air certificate applications have been 
docketed by the C. A. B. as follows: 


No. 1014, Duncan Air Transport, Duncan, Okla.; scheduled 
and non-scheduled transportation of persons, property and mail 
on six routes radiating from Duncan to Dallas, Tex., and speci- 
ot ig in Oklahoma. Helicopters would be used if proved 
suitable. 

_ No. 1015, Ellis Air Transport, Ketchikan, Alaska; applica- 
tion for exemption order authorizing applicant to transport per- 
sons and property on irregular trips between Ketchikan, Alaska, 
and Prince Rupert, British Columbia, Canada. 

. No. 1016, Alaska Coastal Airlines, Juneau, Alaska; applica- 
tion for exemption order such as that sought in No. 1015. 

No. 1017, Carolina Scenic Coach Lines, Spartanburg, S. C.; 
scheduled air transportation of persons, property and mail over 
nine routes serving designated points in the Carolinas, Georgia 
and Tennessee. 

._ No. 1018, Henry G. Bowen, Fitchburg, Mass.; charter serv- 
ice for passengers and contract service for mail and property, 
with use of helicopters, from Fitchburg and Leominster, Mass., 
to cities and towns in Massachusetts, Vermont, New Hampshire, 
Maine, Rhode Island and Connecticut, and to New York City. 

No. 1019, Putnam Airlines, Putnam, Conn.; scheduled trans- 
portation of persons, property and mail by helicopter over seven 
routes radiating from Putnam to Providence, R. I., Boston, 
Worcester and Springfield, Mass., and Hartford, New Haven 
and New London, Conn. 

No. 1020, Consolidated Bus Lines, Inc., Bluefield, W. Va.; 
scheduled transportation of persons, property and mail by heli- 
copter over three routes: (1) between Logan, W. Va., and 


731 


Roanoke, Va., (2) between Grundy, Va., and Hinton, W. Va., 
and (3) between Hinton and Grundy, with service to specified 
intermediate points on each route. 

No. 1021, United Air Lines Transport Corporation, Chicago, 
Ill.; scheduled air transportation of persons, property and mail: 
(1) between Chicago and New York-Newark, via Detroit, and 
(2) between Chicago and New York-Newark via Detroit and 
specified cities in Pennsylvania. 

No. 1022, William Edward Hann, Detroit, Mich.; unsched- 
uled or charter sight-seeing service for passengers by heli- 
copters from Grand Canyon National Park, Ariz., to Rainbow 
Bridge National Monument, Utah, thence to Canyon de Chelly 
National Monument, Ariz., and return to Grand Canyon Na- 
tional Park. 

No. 1023, Airway Motor Coach Lines, Inc., Salt Lake City, 
Utah; scheduled transportation of persons, baggage and express 
by helicopter between the principal points it now serves in bus 
line operations in Utah. 

No. 1024, Mid-Continent Airlines, Inc., Kansas City, Mo.; 
extension of route 26 from present terminal point (Tulsa, Okla.) 
to terminal point Dallas, Tex. 

No. 1025, Trancontinental & Western Air, Inc.; extension 
of route 61 from Wheeling, W. Va., to New York-Newark via 
Hagerstown, Md., and designated Pennsylvania points. 

Nos. 1026 to 1047, inclusive, applications of Transconti- 
nental & Western Air, Inc., for amendment of present certifi- 
cates so as to permit service to additional intermediate points 
or extension of presently authorized routes, principally in east- 
ern and midwestern states. 

No. 1048, Western Air Lines, Inc., Los Angeles, Calif.; 
scheduled transportation of persons, property and mail between 
Seattle, Wash., and Nome, Alaska, and between Seattle and 
Fairbanks, Alaska. 

No. 1049, Page Airways, Inc., Rochester, N. Y.; scheduled 
transportation of persons, property and mail between Rochester, 
N. Y., and Washington, D. C., with service to designated inter- 
mediate points in New York and Pennsylvania. 

No. 1050, Mid-Continent Airlines, Inc., Kansas City, Mo.; 
amendment of certificate for route No. 48 so as to authorize 
scheduled service between its present northern terminal point 
St. Paul-Minneapolis-and its present southern terminal point, 
St. Louis, Mo., via designated intermediate points. 

No. 1051, Mid-Continent Airlines, Inc.; amendment of cer- 
tificate for route 48 so as to authorize extension of route from 
Kansas City, Mo., to Atlanta, Ga., via specified intermediate 
points. 

No. 1052, Mid-Continent Airlines, Inc.; amendment of cer- 
tificate for route 48 so as to authorize scheduled air service be- 
tween two southern terminals, Kansas City, Mo., and St. Louis, 


O. 

No. 1053, Texas-New Mexico Air Lines, Amarillo, Tex.; 
scheduled transportation of persons, property and mail by heli- 
copter or other similar planes, or by conventional type planes, 
eae eight routes radiating from Amarillo to other points in 

exas. 

No. 1054, Indianapolis Railways, Inc., Indianapolis, Ind.; 
transportation of persons, property and mail by helicopter or 
other aircraft in Indianapolis and between Indianapolis and any 
or all points within 75 miles thereof and between any point 
within that radius. F 

No. 1055, Carolina Air Lines, Inc., Wilson, N. C.; transpor- 
tation of persons, property and mail between Asheville and 
Morehead City, N. C., and between Wilmington, N. C., and 
Richmond, Va., via specified intermediate points. 

No. 1056, Braniff Airways, Inc.; transportation of persons, 
property and mail between Fort Worth-Dallas, Tex., via At- 
lanta, Ga., Charleston, S. C.; Hamilton, Bermuda; Fayal, 
Azores; Lisbon, Portugal; (a) beyond Madrid, Spain, to Rome, 
via Barcelona, Spain; Marseille, France, and Genoa, Italy; (b) 
beyond Madrid to London via Paris; (c) beyond Madrid to 
Stockholm, Sweden, via Paris, Berlin, Copenhagen (Denmark) 
and Oslo (Norway). 


No. 1057, Braniff Airways, Inc.; transportation of persons, 
property and mail from Houston, Tex., via Merida, Mexico; 
Balboa, Canal Zone; Bogota, Colombia; Quito, Ecuador; Lima, 
Peru; La Paz, Bolivia, and Asuncion, Paraguay; (a) beyond 
Asuncion, to Sao Paolo and Rio de Janeiro, Brazil; (b) beyond 
Asuncion, to Buenos Aires, Argentina; and between Houston, 
Tex., Havana, Caraguay and Santiago, Cuba; Kingston, Ja- 
maica; Port au Prince, Haiti; St. John, Antigua; San Juan, 
Puerto Rico; Basse Terre, Guadelope; Fort de France, Mar- 
tinique; Port of Spain, Trinidad; Maracambo, Venezuela; 
Barranquilla, Colombia, and Balboa, Canal Zone. 

No. 1058, Colorado Airways, Durango, Colo.; scheduled 
transportation of mail, passengers, freight, express and prop- 
erty between Durango and Denver, Colo. 

No. 1059, Transcontinental & Western Air, Inc.; scheduled 
transportation of persons, property and mail between Los An- 
geles and San Diego, Calif., and Honolulu, Hawaii. 
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No. 1060, Transcontinental & Western Air, Inc., scheduled 
transportation of persons, property and mail between (a) the 
co-terminal points Washington, D. C., New York, N. Y., and 
Boston, Mass., and the co-terminal points, London, England, 
and Paris, France, and (b) the co-terminal points Chicago, IIl., 
Detroit, Mich., and Boston, Mass., and the co-terminal points 
London and Paris. 

No. 1061, Chicago & Southern Air Lines, Inc.; scheduled 
transportation of persons, property and mail between New 
Orleans, La., and Mexico City, Mexico, via Tampico, Mexico. 

No. 1062, Southeastern Greyhound Lines, Lexington, Ky.; 
scheduled transportation of persons, mail, baggage and light 
express over 29 routes extending from Indiana and Ohio points 
on the Ohio River southward through Tennessee, Alabama, 
Georgia and northern Florida. Applicant says its bus routes are 
now serving most of the points proposed to be served by heli- 
copter or similar airline service. It says it proposes to integrate 
its bus service and its air service. 

No. 1063, Leland P. Johnson, Florence, Ariz.; unscheduled 
or charter air sight-seeing service for passengers, with use of 
helicopters, from Grand Canyon National Park, Ariz., to Rain- 
bow Bridge National Monument, Utah, thence to Canyon de 
Chelly National Monument, Ariz., and return to Grand Canyon 
National Park. 

No. 1064, Chicago & Southern Air Lines, Inc.; scheduled 
transportation of persons, property and mail between St. Paul- 
Minneapolis, Minn., and Chicago, Ill., via Rochester, Minn., 
Dubuque, Ia., and Rockford, Ill. 

No. 1065, Matson Navigation Co., San Francisco, Calif.; 
transportation of persons, property and mail between Honolulu, 
Hawaii, and Pacific coast ports—San Francisco and Los An- 
geles, Calif., Portland, Ore., and Seattle, Wash. Applicant says 
that the Oceanic Steamship Co., a wholly owned subsidiary of 
the applicant, is a common carrier by water between U. S. 
Pacific coast ports and Australasia via Honolulu and Oceania. 
It states that prior to the outbreak of the war it operated pas- 
senger liners between Honolulu and San Francisco and a large 
fleet of cargo vessels. At present applicant owns no aircraft, 
according to the application. 


Future International Transport 


Recommendations of its special committee on international 
transport, submitted to its board of directors, will be submitted 
to its membership for approval, says the Chamber of Commerce 
of the United States (see Traffic World, Sept. 18, p. 669). 

As a general national merchant marine policy the commit- 
tee declared that the United States after the war should carry 
in American flag vessels an amount of American foreign com- 
merce at least equal to that carried under foreign flags. As to 
air policy, the committee recommended that there should be 
no monopolistic control of American international air services 
but that opportunity should be given for competition under gov- 
ernment regulation and support. 


“Where practicable before termination of the war and as 
soon as the tonnage situation permits without impeding the 
war effort, as many vessels as possible should promptly be 
placed in private operation on essential trade routes,” said the 
committee, adding that there should be prompt removal of 
emergency shipping controls as soon and as completely as 
practicable, with only such measure of government regulation 
as was required in peacetime. 

The committee said there should be a strong, consistent 
national policy with respect to the American merchant marine, 
continuing the policies for shipping in foreign trade embodied 
in the merchant marine act of 1936 based on private ownership 
and operation with government regulation and support. Con- 
sideration should be given to the feasibility of placing Amer- 
ican flag ships in the indirect trades, said the committee. It 
said a continued shipbuilding program should be provided and 
that the government training program for merchant marine 
officers and unlicensed personnel should be continued to the 
extent needed in the interest of the national defense. 


Disposal of Government Fleet 


The committee’s recommendations for the disposal of the 
government-owned fleet follow: 


A. All new and fast ships should be used to replace uneconomic 
units in our merchant fleets. B. These ships should be sold’ to re- 
sponsible American operators at a price representing normal cost or 
value, less the construction differential where the ships are to be 
operated in foreign trade. C. A similar policy should be adopted for 
sale tc American operators of the slower vessels for use in handling 
bulk commodities under conditions which would fully protect American 
liner services. D. A large sterilized inactive reserve should be created. 
E. After American requirements are provided for we should be ready to 
sell to private foreign owners any remaining surplus of Liberty or 
other slow ships at world market prices, with guarantees to safeguard 
American shipping. F. Congress should authorize that sales contracts 
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with American purchasers include provisions to protect them in event 
of later sales of similar ships at more favorable prices or terms. G, 


vessels which are wholly surplus and obsolete should be sold to be any 


broken up for scrap. 


International Air Transport 


Recommendations made by the committee with respect to 
international air transport follow: 


1. No obstacles should be placed in the way of a continued rapig 
expansion of our aviation industry. 


2. Air transport communications with all regions of the world 


will be necessary in the interest of national defense and foreign 
commerce. 


3. Reasonable economic development of our international air trans. 


port will require the extensive cultivation of both passenger and cargy 
possibilities over each route. 

4. Monopolistic control of United States international air seryieg, 
is not favorable to prompt and progressive aviation development q jy 
the public interest, but competition should be controlled and maintain 
by reasonable government regulation as provided by existing law, 

5. There should be a continuation of government control of ce. 
tificates of convenience and necessity. 

6. If necessary, subsidies should be granted to our internationaj 
air lines by mail payments on the basis of existing law or otherwise, 

7. American steamship companies should not be precluded by lay 
or administrative ruling from ownership and operation of airplanes jp 
international commerce. 

8. The disposal of surplus war-built passenger and cargo transport 
planes and equipment for active flying should follow a plan generally 
similar to that recommended for the disposal of war-built ships. 

9. Transport pianes should, as rapidly as possible without impeding 
the war effort, be made available for operation on the most desirable 
international air lines. 

10. We favor the establishment by treaty of the right for com. 
mercial planes of all countries to fly over the territory of other coun. 
tries and to land for fuel, repairs or emergencies, but not to discharge 
or take on passengers or cargo except on a basis of agreement with 
the governments concerned or under procedure established by them. 


“Steps should be taken to insure adequate representation 
of American international sea and air transport interests in an 
advisory capacity at any peace conference,” said the committeee 
in a special recommendation. 


AIR EXPRESS STATISTICS 


Air express cargo handled by the nation’s commercial ait- 
lines in May of this year weighed a total of 2,344,861 pounis, 
44.1 per cent above the total weight of 1,626,202 pounds in May, 
1942, according to the air express division of the Railway Ex- 
press Agency. Total number of shipments in May was 118,699. 
Gross revenues from air express in the month were up 32.1 per 
cent over May of last year. . ; 

The agency announced that commercial air express re- 
cently observed its sixteenth anniversary, regularly scheduled 
service having begun on September 1, 1927. In 1928, the first 
full year, the service carried 17,000 shipments, it said, as con- 
trasted with 1,405,000 shipments handled in 1942. 


PAN AMERICAN CLIPPER SERVICE 

The eastern division of Pan American Airways has an- 
nounced that, effective September 19, it increased from 16 to 
18 the number of round trips weekly between Miami, Fla., and 
San Juan, Puerto Rico. It said the increase was made possible 
by the assignment of an additional Sikorsky Flying Clipper to 
the service. One of the two additional weekly southbound 
flights was extended to Georgetown, British Guiana, doubling 
the present seaplane service to that point, it said. It also an- 
nounced that, effective the same day, a fifth weekly flight was 
inaugurated to Kingston, Jamaica, by the extension of clipper 
service operating between Kingston and Miami via Port AU 
Prince, Haiti. 


AIRCRAFT AND SHIP PRODUCTION 


In his monthly production report Chairman Nelson, of the 
War Production Board, said that in August 7,612 planes were 
produced, an increase of 3 per cent over July, though the 
increase in value and airframe weight was 7 per cent. 
increase of one per cent in merchant ship production was 
reported. Liberty ship completions totaled 110, one more than 
in July, although on a tonnage basis these vessels exceeded 
July by 1,188,000 as against 1,176,000. The report said the 
uptrend in tanker deliveries continued. 


Cc. A. B. “FOREIGN AGREEMENTS” RULES 
The Civil Aeronautics Board has revised its regulations 
with respect to the filing with it of arrangements between U. 5. 
air carriers and foreign countries. The revised regulations, 


published in the Federal Register of Sept. 21, will become 
effective Oct. 11. They include requirements as to evidence of 
agreement, the form, and the time of filing such agreements. 
The material part of the revised regulations follows: 

Every air carrier shall file with the board true and com 
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Jete evidence, as hereinafter specified, of each agreement in 
any way affecting or involving operating rights and in force on 
the effective date of this regulation or thereafter issued or 
entered into as between such air carrier, or any officer or rep- 
resentative thereof, and any foreign country or political sub- 
division thereof, or any department, agency, officer or repre- 
sentative of such country or subdivision. For the purposes of 
this regulation, the term “agreement” means and includes any 

rmit, concession, franchise, contract, understanding, or ar- 
rangement, and also any amendment, modification, renewal, 
rescission or revocation of any thereof. 


PLANES RETURNED TO AIRLINES 


Release by the Army Air Forces of five additional transport 
airplanes to airlines for commercial use was announced Sept. 21 
by the War Department. Three were released to United Air 
Transport Corporation, one to American Airlines, Inc., and one 
to Transcontinental & Western Air, Inc., said the department, 
adding: 

The planes, DC-3s, formerly had been leased to the War Depart- 
ment by these carriers and had been «:sed by the air forces in essential 
cargo and training oprations. They will be placed in commercial service 
in the near future, as soon as certain minor alterations have been 
completed. 

Their release at this time will make available additional space 
greatly needed for priority transportation. 

This brings to 13 the total of army-leased commercial planes which 
have been returned to commercial use. Six.DC-3 type planes were re- 
leased last spring and two Lodestars in July. 


PLANE AND SHIP PRODUCTION 


President Roosevelt, in a message to Congress Sept. 17 
about the progress of the war, said that ‘‘during the two months 
of the recess of the Congress” the nation’s factories produced 
approximately 15,000 planes and that in those same two months 
American shipyards put into commission 3,200,000 tons of large 
merchant ships—‘“‘a total of 281 ships, almost five ships a day.” 

“There was an especially important increase in the produc- 
tion of heavy bombers in August,” he said. “I cannot reveal the 
exact figures on this. They would give the enemy needed infor- 
mation—but no comfort. However, the total airplane produc- 
tion is still not good enough. We seek not only to come up to 
the schedule but to surpass it.” 

From May, 1940, to Sept. 1, 1943, the President said, U. S. 
armament production had included 123,000 airplanes and 1.,- 
233,000 trucks. He said that 52,000 planes were built in the first 
eight months of 1943. Fighting ships and auxiliaries of all kinds 
completed since May, 1940, totaled 2,380 and landing vessels 
totaled 13,000, and navy ships built in the last six months were 
equal to the number built in the entire year 1942, he said. 


Track Wage Suit 


The directive of the National War Labor Board affecting 
wages of employes of motor carriers engaged in transportation 
in Boston and in New England states, brought in issue by the 
suit filed by the employing carriers in the U. S. District Court 
for the District of Columbia (see Traffic World, June 19, p. 
1466) to set it aside, is not self-enforcing and none of the de- 
fendants is empowered to enforce the directive or penalize the 
plaintiffs, or any of them, for refusing to comply therewith, 
according to a motion to dismiss and for summary judgment 
filed by Francis M. Shea, Assistant Attorney General, and Ed- 
ward M. Curran, U. S. attorney, attorneys for defendants. 

Government counsel further assert that the defendants, all 
Officials of the federal government, derived all their power and 
authority to act in connection with the labor dispute between 
plaintiffs and their employes from executive orders issued by 
the President. 

“It is clear from the provisions of these executive orders 
and the statute that the power of the defendants to act further 
in the premises has been exhausted and that their functions in 
connection with the labor dispute between plaintiffs and their 
employes have been completed,” says the government reply. 

Under the circumstances disclosed by the complaint, it is 
averred, a justiciable controversy under Article III of the fed- 
eral Constitution is not presented to the court for determination 
and the court, therefore, lacks jurisdiction over the subject 
matter. Under the executive orders, says the reply, no right 
to. judicial review of administrative orders is granted. It is 
asserted that the court has no power to review the exercise of 
discretion by an administrative agency by suit in the nature 
of mandamus, nor compel the manner in which such discretion 
Should be exercised; neither can it substitute its own determi- 
nation for that of the agency vested with the discretion and 
power to make the decision. It is asserted that the complaint 
Should be dismissed on the ground that the court is without 
jurisdiction over the subject matter and on the ground that 
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complaint fails to state a claim upon which relief can be 
granted against the defendants. 

“This appears to be one of the rare instances where a 
governmental agency has disclaimed legal authority and 
power,” said J. Ninian Beall, attorney for plaintiffs. 

The employers’ group in answer to the government motion 
contended that the board had power and that the group was 
bound by the board’s directives. The court, it says, has full 
and complete jurisdiction, unimpaired by statute or decision, 
and the bill of complaint presents justiciable issues. 

“The motion to dismiss,’ says the employers’ group, “rests 
on the contention that the defendants have no Cont status, 
duties, functions, discretion or powers. The position of the 
defendants, if correct, is inconsistent with plaintiffs’ conten- 
tions as to the existence of a justiciable issue.” 

Plaintiffs alleged that defendants had acted arbitrarily and 
capriciously and that plaintiffs would suffer irreparable injury 
and damage unless the court granted relief by way of directing 
defendants to conform their procedures and orders in accord- 
ance with their jurisdiction, the applicable provisions of law 
and a reasonable hearing. ; 

_ Government counsel said in their motion that the allega- 
tions that plaintiffs would suffer irreparable damage unless 
injunctive relief was granted “is a conclusion of law devoid of 
legal significance. . . .” As to that, plaintiffs said, among other 
things, they had approximately 3,000 employes, that they could 
not absorb the wage increases granted by the board without 
an increase in rates, that they could not bargain with employes 
without approval of defendants, that they could not obtain in- 
creases in rates based on wage increases without the approval 
by defendants of wage increases, and that they had operated 
at a loss priod to the proposed increase in wages. 


Land on Shipbuilding Labor 


Organized labor’s future efforts may well be centered 
largely on the best method of increasing the skills and pro- 
ductivity of the workers in labor’s ranks, according to Admiral 
Land, chairman of the Maritime Commission. 

Speaking Sept. 23 before the Industrial Union of Marine 
and Shipbuilding Workers of America, C. I. O., at New York, 
Admiral land pointed out that true labor costs must incorporate 
not only the rate of compensation paid, but the total amount 
of production resulting from the total wages paid. In other 
words, he said, the wage rate was merely a yardstick by which 
production results were measured, and actual labor cost was 
what was paid for that which was produced. 

“We have had excellent cooperation between labor and 
management, otherwise the shipyards of this nation could 
not have met their production goals,” said he. “But there is 
room for betterment of this cooperation. There can and should 
be closer understanding between worker and management with 
regard to the problems they both face.” 

Available records indicated that the average cost of Liberty 
ships built in Canada was lower than the average cost of such 
ships built in the United States, said he, adding that this 
was due in part to wage scales, but that productivity of the 
worker was also a factor. 


“We want to retain our American standard of living, 
but we don’t want to yield to any other country in our pro- 
duction effort and admit that its workers are more efficient 
and more proficient than we are,” said he. “I don’t feel that 
we have to do that. If you men and women of the shipyards 
put your hearts and your heads in your work, I will back 
you against the world. . . . In the main, shipyard workers of 
America are to be congratulated for the way in which they 
have performed their jobs.” 

Admiral Land said the shipbuilders of the United States, 
both workers and management, had adopted a policy of “no 
strikes, no lockouts.” He said they had adhered to that policy 
faithfully and there had been very few minor exceptions. 
Organized labor had done its part in this regard, he said. 
He said there had been some jurisdictional disputes, but that 
there was no time for them and that there was no time for 
illegitimate absenteeism. 

“Absenteeism has cost us at least 100 ships since Pearl 
Harbor,” said he. “Those ships were needed sorely on the 
high seas. The cargoes they could have carried would have 
been most welcome to MacArthur’s men or those of Eisenhower. 
Battles do not wait for supplies. There is no time for loafing. 
There is no time for destructive criticism, but there. is time, 
in football language, for 11 men in every play—for full team- 
work.” 

Since Pearl Harbor, American yards had produced about 
2,100 ships, aggregating 22,000,000 deadweight tons, and the 
schedules now called for more than 2,500 ships by the end 
of 1944, said he. The production was now a little better 
than five ships a day, and that must be increased by at 
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least 20 per cent,” otherwise we will have no margin of safety 
to insure maintenance of our schedules.” 

Workers in the shipyards, after the war, would want ship- 
building to continue, said he, and the Maritime Commission 
had well under way a post-war program contemplating that 
objective. Rivalry would be keen, however, said he, and the 
Maritime Commission even now was pursuing a policy of 
awarding future contracts on the basis of the efficiency of 
the shipyards. Workers and management together established 
the record of efficiency and it behooved every worker to put 
forth his best effort now because it was on that basis that he 
would be judged, he said. He also warned that American ship- 
yards would again come into competition with those of for- 
eign lands after the war and that the workers would have to 
test their skill against any world-wide competition. 

“With what limited experience I have had over the years,” 
he said, “I have come to the conclusion that labor leaders are 
smarter than management. This is particularly true in con- 
ference between the two. Labor has more patience than man- 
agement, more endurance. The results ar that in long drawn- 
out conferences, labor is apt to be the more successful. And 
so it is that labor should feel that its future welfare depends 
largely upon the contribution it makes to a constructive eco- 
nomic program. When it comes to labor’s own interests, labor 
is well able to take care of itself.” 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 1,383,287 employes as of the 
middle of June, 1943, and total compensation for that month 
of $275,600,693, according to a compilation by the Commis- 
sion’s Bureau of Transport Economics and Statistics of wage 
statistics of those roads for June, statement M-300. 

The employment was an increase of 90,017, or 6.96 per 
cent, over the number reported for June last year. The total 
number of hours paid for was 11.15 per cent greater and the 
total compensation was 12.84 per cent greater in June, 1943, 
than in June, 1942. A comparison of the number of employes 
who received pay in the month with the total hours paid for, 
showed 210 hours an employe in June, 1943, and 203 hours in 
June, 1942. Employes paid on an hourly basis in June, 1943, 
received pay for 26,467,002 hours of overtime, which was 9.94 
per cent of the straight time paid for. The corresponding per- 
centage for June, 1942, was 4.86. 


Compensation for “time paid for but not worked” was 
reported as follows: Executives, officials, and staff assistants, 
$65,247; professional, clerical, and general, $1,935,234; main- 
tenance of way and structures, $752,531; maintenance of equip- 
ment and stores, $2,717,651; transportation (other than train, 
engine, and yard), $618,435; transportation (yardmasters, 
switch tenders, and hostlers), $141,940. 


In the train and engine service, compensation was reported 
as follows: Straight time actually worked, $55,434,756; straight 
time paid for, $66,380,138; overtime paid for, $7,017,367; con- 
structive allowances, $2,813,919; total, $76,211,424. Miles actu- 
ally run totaled 547,568,493 and miles paid for but: not run 
totaled 63,808,789. 


Discrimination in R. R. Employment 


On the third day of the hearing before the President’s 
Committee on Fair Employment Practices concerning charges 
of discrimination in employment because of race or color against 
22 railroads and 14 labor unions (see Traffic World, Sept. 18), 
F. E. Burkhages of the Union Pacific read into the record the 
following statement: 


The summary of complaints of which we are advised by the Com- 
mittee counsel suggested the existence of conditions not recognizable 
within the employment policy of the Union Pacific Railroad. The sum- 
mary suggested a failure to employ persons of Mexican birth or par- 
entage in positions available to them on the basis of their qualifications. 
Examination of our employment rosters on file with the committee dis- 
closes the inclusion therein, in almost all of the many types of positions 
covered, many persons whose names indicate Mexican birth or par- 
entage. It will be understood, therefore, that such an investigation as 
we were able to make prior to this hearing into the very general alle. 
gations of the summary of complaints gave us no reason to believe that 
there could be any basis in fact for those allegations. Since, however, 
the hearings have developed specific instances of alleged discrimination, 
we have obtained from the Committee’s counsel the details of the 
alleged specific instances. These we will fully investigate with a view 
toward speedy correction of any situation inconsistent with company’s 
policy. 


Bartley C. Crum, chief counsel for the committee, said that 
“the statmeent just made on behalf of the Union Pacific com- 
pany might well have been expected from a company headed 
by a man of Mr. William Jeffers’ reputation as a public servant, 
and, in my opinion, Mr. Chairman and members of the com- 
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mittee, the position of the Union Pacific just read Constitute, 
a notable contribution to the purposes of the President’s eXecy. 
tive order.” 

On the following day, Mr. Crum informed the commi 
that he had received a telegram from the Union Pacific stat; 
that, in accordance with the company’s policy, four men jp. 
volved in the complaints had been hired, one as a boilermaker 
and three as helpers. Mr. Crum said he desired to have th 
record show this action on the part of the railroad. 

In the course of the hearing on the closing day, Chairmay 
Haas asked whether or not any of the labor unions were repre. 
sented. Thomas C. O’Brien, of Boston, came forward to say that 
he was present, but not participating, and was “officially obsepy. 
ing” the proceedings in behalf of the Brotherhood of Logom. 
tive Engineers, and the Brotherhood of Railroad Trainmen, fe 
asked whether or not the Committee would receive a statement 
from the brotherhoods, after he had made his report, and within 
four days after the close of the hearing. The chairman gaid 
that his offer would appear in the record and that the commit. 
tee would take “due regard of that fact.” No other representa. 
tives of labor unions made their presence known in answer to 
the chairman’s question. 

In response to the chairman’s question as to whether any 
of the respondents desired to make a statement, Sidney §, 
Alderman, general solicitor, Southern Railway Co., said that 
the roads had no evidence and that, as he had stated in opening 
the proceeding, the answers of the roads had presented all of 
the facts very fully. 

“We have not attempted to place any obstruction in the 
way of the committee,” he said. “We have been criticized in 
one section of the press for not cross-examining the witnesses, 
That was done because there was no occasion for cross-exam- 
ination. Witnesses have testified as to facts and we did not 
want to add to the length of the hearing.” ne 

Mr. Alderman added that, in his personal opinion, counsel 
for the committee had kept the presentation of the case ona 
“very high plane.” 

The hearing closed Sept. 18. 


RAIL RETIREMENT BILLS 


Representative Price, of Florida, has introduced H. R. 
3295, to amend section 1532(a) of the internal revenue code, as 
amended; H. R. 3303, to amend section 1(a) of the carriers 
taxing act of 1937, as amended; H. R. 3304, to amend section 
1(a) of the railroad retirement act of 1937, as amended, and 
H. R. 3305, to amend section 1(a) of the railroad unemploy- 
ment insurance act, as amended. Each of the bills would ex- 
clude from the definition of the term “employer,” as used in 
the acts specified, any municipality “by reason of its operation 
of not more than one switch engine on its own railroad tracks 
as a plant facility within its single restricted municipal wharf 
area,” under certain conditions. 

Representative Kefauver, of Tennessee, has introduced H. 
R. 3312, a bill to amend the railroad retirement act of 1937 so 
as to provide for an annuity for total and permanent disability 
after 10 years’ service. 


Cc. N.S. & M. WAGE CASE 


Leo J. Hassenauer, counsel for: brotherhoods representing 
employes of the Chicago, North Shore and Milwaukee, denied, 
September 20, a report by the Office of War Mobilization that 
it had not received an appeal from the brotherhoods respecting 
the order of Director Vinson of the Office of Economic Stabili- 
zation, in which Director Vinson ordered reduced to 14 cents 
from 16 cents an hourly wage increase for the employes. Wal 
Mobilization Byrnes’ office last week said ‘nothing had come 
to this office” involving the North Shore case (see Traffic 
World, Sept. 18, p. 655). Mr. Hassenauer insisted that he him- 
self had sent the letter and. information in the appeal to Dr 
rector Byrnes. 


SEAMEN’S CONTRACT NEGOTIATIONS 

A committee of the American Merchant Marine Institute, 
headed by Frank J. Taylor, president, and representing twenty 
shipping lines, met with representatives of the National Mati 
time Union at the institute offices in New York September 21 
in an unsuccessful attempt to negotiate a new labor contract to 
replace the existing agreement, dated to expire September 30. 
Union representatives, including Frank Nelson Myers 
Howard Nelson, vice-presidents, and Hedley Stone, treasurel, 
presented a proposal for week-end and holiday overtime pay 
and a plan for incentive pay which, together, would have the 
effect of increasing the average pay of seamen by $80 a month. 

The institute committee said it saw _no reason why. 
existing agreement should not be renewed “with clarifications 
as to the following items: (1) Port time; (2) port security 
watches; (3) troop ships, and (4) subsistence allowances.” This 
proposal was rejected by the union representatives who said, 
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as the meeting adjourned, that they would shortly have a new 
set of proposals to lay before the institute committee. It was 
understood that an informal proposal, to equalize the east and 
west coast wage scales, by lowering the west coast slightly 
and increasing the east coast, was tabled. 

Following the conference, Mr. Taylor said that the com- 
mittee proposed that “the entire agreement be renegotiated on 
the basis of wartime operating conditions.” The committee was 
ready “to discuss with the union the terms and conditions of 
such wartime agreement, in the event the union indicates its 
willingness to renew the present agreements with the amend- 
ments and clarifications mentioned,” said he. 


CHICAGO TRUCK DOCKMEN’S WAGES 


Chicago truckers held a mass meeting, September 23, to 
select a negotiating committee to negotiate a new contract 
with unions representing platform workers employed at the 
companies’ terminals in Chicago. The employes are members 
of Locals 710 and 705 of the International Brotherhood of 
Teamsters, A. F. L., and Local 705, Chicago Drivers Union, 
an independent union. More than 400 employes are involved. 
It is understood that the unions contemplate making demands 
for = wage increases. Present contracts will expire Novem- 
ber 15. 

The following were elected members of the negotiating 
committee: 


Harry Chaddick, Standard Freight Lines; Frank Blunden, Kramer 
Brothers; D. H. Gilhausen, Norwalk Truck Lines; Barney Cushman, 
Cushman Motor Delivery; Pete Greenberg, Warner Transportation 
Company; Michael Conroy, Interstate Motor Freight System; William 
Barranco, Liberty Trucking Company. 


Robert J. Appel, secretary, Over-the-Road Truck Oper- 
ators Committee of Chicago, said the committee had been 
formed at the suggestion of union representatives, who took 
the position that a single committee should be formed to nego- 
tiate with the unions. In previous years, negotiations were 
carried on with the unions by three organizations representing 
the truckers—the Illinois Motor Truck Operators Association, 
the Cartage Exchange of Chicago, and the Over-the-Road 
Committee. 


Oo. D. T. AND LABOR 


At the meeting on Sept. 22, between Director Eastman of 
the Office of Defense Transportation and members of the Rail- 
way Labor Executives’ Association, to discuss the recent with- 
drawal of the labor members from the O. D. T. labor advisory 
committee, no action was taken on that matter, according to 
Otto S. Beyer, director of O. D. T.’s division of transport per- 
sonnel, and J. G. Luhrsen, R. L. E. A. executive secretary (see 
Traffic World, Sept. 11, p. 587). 

Mr. Luhrsen said there would be a later announcement by 
R. L. E. A., but that the action of withdrawing from the 
OD, T. committee “still stands.” Most of the discussion at 
the meeting with Director Eastman, he said, dealt with the 
latter’s 13-point program for meeting railroad manpower prob- 
lems (see Traffic World, Sept. 11, p. 588). 

Mr. Beyer said the conference was general in nature. The 
labor representatives had amplified their views, he said, and 
that there would be further discussion. 


RETURN OF THE T. P. & W. 


The Office of Defense Transportation had not received word 
from the National War Labor Board as to its decision with 
respect to the letter of George P. McNear, Jr., president of the 
Toledo, Peoria & Western, asking Director Eastman for return 
of the railroad to the corporation, it was stated at the O. D..T., 
Sept. 22. No letter from Mr. Eastman to Mr. McNear had gone 
forward, therefore, it was said. The War Labor Board, at a 
meeting Aug. 27, held that the corporation would have to com- 
ply fully and completely with the decision of the board in the 
T. P. & W. labor dispute case as a condition precedent to the 
return of the road (see Traffic World, Sept. 4, p. 528). 


FEATHERBED MAN POWER WASTE 


Featherbed rules on the railroads were causing great man 
power waste, George P. McNear, Jr., president of the Toledo, 
Peoria, and Western Railroad, told the joint Senate and House 
military committee in the hearing on the Wheeler bill against 
the drafting of fathers. He said his railroad was seized by 
the government because he refused to adopt wasteful labor 
practices in time of war. 


PACIFIC ELECTRIC COMPANY BOARD 


President Roosevelt has created a special emergency board, 
the members to be appointed from the National Railway Labor 
Panel, to investigate and report by October 15 on the dispute 
on the Pacific Electric in California, which has resulted in a 
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strike on that road. The President’s order further provides 
that Fred M. Vinson, Director of the Office of Economic Stabili- 
zation, shall act on the emergency board report within ten 
days after it is filed. 

On July 19, Director Vinson approved, in part, recommen- 
dations of the emergency board in the Pacific Electric Railway 
case (see Traffic World, July 24, p. 193). Discussing the pres- 
ent situation, he said no petition for reconsideration had been 
filed by the employes of the Pacific Electric or their represen- 
tatives and that there was nothing pending before his office 
in that case. 

The Whitehouse announced that the members of the board 
in the Pacific Electric Case were E. R. Shaw, former chief 
justice of the Illinois Supreme Court, R. F. Mitchell, former 
chief judge of Iowa, and W. C. Clephane, Washington attorney. 
It was announced that the board would not begin its session 
until the strikers had returned to work. 


LOCAL TRANSIT SAVINGS 


“The nation’s transit industry, by applying the wartime con- 
servation policies developed by the Office of Defense Trans- 
portation, is conserving nearly 200,000,000 bus miles annually 
and has added the equivalent of 14,500 street cars and busses 
by increasing the carrying capacity of existing equipment,” 
said Guy A. Richardson, director of the O. D. T.’s division of 
local transport, in an accomplishment report to Director East- 
man. Among other things, the report, said O. D. T., showed: 


Intercity busses of the country carried 79 per cent more passengers 
in December, 1942. than in the same month of the previous year, with 
an increase of only 44 per cent in passenger miles. The increased traffic 
volume was handled with 22 per cent more busses, the report shows. 

Last December the country’s taxicabs transported 47 per cent more 
passengers than in the corresponding month of 1941, with an increase 
of only 9 per cent in vehicle miles. Taxicabs in service declined 8 per 
cent while ‘‘live’’ miles operated increased 16 per cent, it was reported. 
(‘‘Live’’ miles are those traveled by a vehicle carrying passengers.) 

The principal methods being employed to conserve local bus and 
street car equipment aid mileage include the staggering of hours, 
restoration of old vehicles, multiple use of vehicles, service curtail- 
ments, turn-back service, use of second-hand vehicles, and the issuance 
of O. D. T. orders. 


Requisitioning of Used Trucks 


Directions and instructions ‘as to procedure for the initia- 
tion by regional directors and district managers of the O. D. T. 
motor transport division of the requisitioning of idle used trucks 
so that such trucks may be placed in “services necessary to the 
food production program,” under the authority delegated by 
administrative order O. D. T. No. 4 (see Traffic World, Aug. 28, 
p. 485), have been issued by Director Eastman. The procedural 
notice, made public Sept. 21 by Director Eastman, showed that 
requisitioning action might be initiated also by county war 
boards of the Department of Agriculture. 

“It is anticipated, however, that government requisitioning 
will be necessary only in extreme cases,” said Mr. Eastman in 
announcing the new procedure. “Such cases would include those 
where trucks were critically needed in the food production pro- 
gram and the owners of idle used trucks in the locality were 
unwilling to use their vehicles in this service, or to lease or sell 
them to others who would.” 

The O. D. T. said that, in a requisitioning proceeding, either 
the local district office of the O. D. T. motor transport division 
or the local county war board would first determine the need 
for a particular truck and the fact that it was idle and that 
owner refused to place it in needed agricultural service. On 
establishment of those facts, the O. D. T. district office of the 
county war board must determine that there was an eligible 
prospective purchaser who would place the truck in needed 
service. This purchaser must first submit a “fair offer’ in 
writing for the truck direct to the owner, and if this offer was 
refused or ignored, the O. D. T. district office or the county war 
board might prepare the necessary papers and forward them 
to the regional motor transport office of the O. D. T. for requi- 
sitioning action, the O. D. T. said, adding: 


Before taking this action, however, the regional office will first 
make certain that six’ conditions necessary to requisitioning have been 
met: 

(1) The vehicle has been built or rebuilt primarily for the purpose 
of transporting property; (2) the vehicle is a used one; (3) it is idle, 
and there are reasonable grounds for believing that it will remain idle 
for an indefinite period; (4) it can be used in the transportation of 
agricultural commodities or products thereof; (5) an offer to purchase 
the vehicle at lawful <nd reasonable price, or to lease it upon fair and 
reasonable terms, has been made by a person having the qualifications 
of an eligible purchaser and the offer has been rejected or has not been 
accepted within a reasonable time, and (6) the vehicle will be pur- 
chased from the government by an eligible purchaser immediately upon 
its being requisitioned. 

When these facts are established the O. D. T. regional manager will 
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arrange for the requisitioning of the vehicle and the payment of a fair 
appraised price to its owner. 


The procedural notice, published in the Sept. 21 issue of 
the Federal Register, contained a statement that the requisi- 
tioning plan had been developed “in cooperation with the Office 
of War Mobilization, the U. S. Department of Agriculture, War 
Food Administration, and the Defense Supplies Corporation,” 
and a further statement that the O. D. T. requisitioning pro- 
posal had been approved by the chairman of the War Produc- 
tion Board July 27. Actual requisitioning and disposition of the 
vehicles in question would be done by the Defense Supplies 
Corporation, on requests and instructions from O. D. T. re- 
gional directors of the division of motor transport, according 
to the notice. 


Joint Information Offices 


E. F. Winters, chairman of the board of governors of the 
Detroit, Mich., joint information office, in a letter replying to a 
request by H. C. Arnot, director of the motor transport division 
of the Office of Defense Transportation, for suggestions on im- 
provement of the work of that division and for comment on a 
proposal that O. D. T. district offices take over the duties of 
joint information offices (see Traffic World, Sept. 4, p. 530, and 
Sept. 11, p. 589), said that “we are not in favor of governmental 
control of the motor truck industry.” C. S. Holecheck is man- 
ager of the Detroit office. 

“It is our contention,” said Mr. Winters, after observing 
that Mr. Arnot’s letter had been discussed by the board of gov- 
ernors of the Detroit office, “that the industry can be operated 
much more efficiently, during this emergency, if it is free from 
government ‘red tape’ rather than tied down by further gov- 
ernmental control. This has been proven during the past eigh- 
teen months. We have operated with less equipment and han- 
dled more traffic than ever before, despite the fact that we have 
been faced with a shortage of repair parts, which have also 
been inferior, and have been handicapped by our inability to 
hire competent mechanics and experienced drivers.” 

Mr. Winters asked Mr. Arnot to specify the “obstacles” to 
the functioning of joint information offices to which Mr. Arnot 
had referred in his letter, then made the comment that such 
obstacles were “directly due to the lack of enforcement of rules 
by the O. D. T.” 

“Representatives of O. D. T. have stated that the orders 
give them full authority to enforce them,” said Mr. Winters. 
“If this is correct why is it that the orders are not enforced? 
. . . We could enumerate several violations that have been re- 
ferred to O. D. T. by this office but they have not been cor- 
rected and the carriers continue to operate as usual. Therein 
lies the reason why the joint information offices have not accom- 
plished what they were set up to do. They have had no 
assistance from O. D. T. . . . The Detroit joint information 
office . . . is well financed and operated as efficiently as any 
office in the United States. The carriers in this territory are 
willing to assume the responsibility of privately maintaining 
this office rather than have it controlled by O. D. T.” 

Mr. Winters said the joint information offices had not been 
asked for any suggestions prior to their receipt of Mr. Arnot’s 
letter. He submitted the following suggestions: 


1. That orders of O. D. T. be enforced. 

2. The O. D. T. must assist the carriers in setting up an equitable 
division between the lessee and lessor, or the O. D. T. must recognize 
the Interstate Commerce Commission's order No. M-1. This order can, 
in our opinion, be used by the O. D. T. as a basis for establishing a 
fair and equitable division of revenue between the carriers, yet, up to 
this time, O. D. T. has not seen fit to recognize the order... . 

3. All transactions between carriers should be handled through the 
joint information offices, except where joint action plans have been 
approved by O. D. T. 

4. A definite territory should be assigned to each joint information 
office over which the office will have control. 

5. The term ‘‘due diligence’’ should be abolished from the orders. 
There are too many carriers, at this time, using this term which has 
the effect of allowing them to evade the orders. 


Because some motor carriers had assumed that the O. D. T. 
was going to take over the operation of joint information offices, 
and had withdrawn their support for the offices, H. C. Arnot, 
director of O. D. T.’s division of motor transport, in the follow- 
ing letter to the American Trucking Associations, Inc., urged 
that such offices be kept open: 


Under date of August 24, 1943, this office sent you and the 560 
individual members of the boards of governors of the seventy-eight 
authorized joint information offices a letter asking your views as to 
whether the Office of Defense Transportation should take over from 
industry the job of operating the joint information offices. 

As a result of the letter of August 24, 218 board members have 
indicated their opinion as iollows: 30 per cent believe that industry 
shoud continue operating the joint information offices; 64 per cent 
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request the Office of Defense Transportation to take over the operation: 
6 per cent are non-committal on this point. r 

Unfortunately, as it now appears, some carriers assumed that this 
office had already reached the conclusion to operate the joint informa. 
tion offices prior to the time the letter of inquiry was sent and, ag 4 
result of such assmuption, they have withdrawn their support from the 
offices. 

Although it appears to be the desire of the majority of those who 
have replied to our letter that this office take over the operation of 
the joint information offices, yet pending such time as definite action 
may be taken, in the interest of conservation it is desirable that these 
joint information offices be kept functioning and that they receive the 
full support and cooperation of the industry. 

We are instructing our field staff to continue to give all possibie 
assistance to the present joint information offices in order to aggig 
operators to comply with the provisions of O. D. T. General Onders 


Oo. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the | 


appointment of E. F. Sinclair of New Haven, Conn., as ag. 
sistant to the director of the O. D. T.’s division of railway 
transport. 

Mr. Sinclair, who has been serving as assistant associate 
director in charge of O. D. T.’s rail-truck conservation work 
in the eastern and southern regions, replaces J. D. Loftis, 
who has been transferred to the position of rail traffic flow 
chief in the division of traffic movement, said the O. D, T 
adding: 


A native of New Haven, Conn., Mr. Sinclair has served in the oper- 
ating and traffic departments of the New York, New Haven & Hartford, 
the Delaware & Hudson, and most recently was in the executive depart- 
ment of the Wabash Railroad in New York City before coming to the 
O. D. T. in January, 1943. 

Mr. Loftis takes the post left vacant by F. L. Yeater, who has gone 
to Chicago to serve as deputy director in the office of W. F. Kirk, 
associate director in charge of the division of railway transport’s oper- 
ations in the western region. 


The O. D. T. has announced the appointment of E. Spencer 
Rider, of Bridgeport, Conn., as special assistant to the director 
of the O. D. T. division of motor transport. Widely known in 
the motor transport industry, the O. D. T. said Mr. Rider since 
1927 had been eastern regional manager of the Twin Coach Co., 
manufacturer of motor coaches. He will serve the O. D. T. 
in a liaison capacity, working closely with representatives of 
the War Production Board, the Office of Price Administration, 
other government agencies, and factory executives to facilitate 
the production and allocation of trucks and equipment for 
civilian use. 


TRANSPORTATION AND WAR 


Logistics, the military counterpart of peacetime transporta- 
tion, was probably a greater factor in this war than in any other 
in history, said Director Eastman of the Office of Defense Trans- 
portation in a brief address at the “Back the Attack” military 
show in Washington. 

“The daily task of moving the men and materials directly 
connected with the war is in itself a stupendous one,” said Mr. 
Eastman. “But this is only part of the whole wartime transpor- 
tation job. Transportation is not only the link that connects the 
fighting fronts with the war plants and the training camps; it 
is also the link just ahead of production and training in the 
conduct of a war. It reaches back into the mines, the oil fields, 
the farms and forests and into the homes of the war workers.” 

Referring to the controls which had been placed on trans- 
portation, and the requests of O. D. T. that unnecessary trips 
be put off until after the war, Mr. Eastman made a suggestion 
that his audience go home, get out its travel folders and maps, 
and plan a trip. He told them to plan a “nice long trip—the best 
trip you can afford,” whether by rail, or boat, or auto, or bus, 
and to add up all the expenses. They should then go to the 
bank and put that amount into war bonds, said he. 

By doing this, he said, they would get a double pleasure 
out of the vacation trip. They would have all the fun of plan- 
ning it now, he said, and would be sure of being able to take it 
later on, when transportation was available, by using the money 
they had invested in war bonds. 


MOTOR CONSERVATION 


Effective Sept. 25, the O. D. T. has announced approval 
of joint action plans providing for taxicab services between the 
Twin Cities on a reciprocal basis and coordinated taxicab serv 
ice in Springfield, Ill. The Twin Cities plan, authorized by 
supplementary order O. D. T. 20A-20, applies to three compa- 
nies operating nearly 300 taxis, and the Springfield plan, 
authorized by supplementary order O. D. T. 20A-19, involves 
four companies employing 77 taxis. ; ; 

The O. D. T. announced approval of three joint action 


plans, effective Sept. 21, providing for coordination or consoli- 
dation of operations of motor carriers in Texas, Ohio, Indiana, 
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Illinois, Michigan, Wisconsin, and South Dae. with expected 
conservation of more than a million truck miles annually, as 
follows: Supplementary order O. D. T. 3, revised 64, applying 
to English Freight Co., Inc., of Dallas, Tex., and Red Arrow 
Freight Lines, Inc., of Houston Tex.; supplementary order 
O. D. T. 3, revised 65, applying to Motor Express, Inc., Cleve- 
Jand, O., Norwalk Truck Line Co., Inc., Norwalk, O., Mercury 
Motorways, Inc., South Bend, Ind., Cleveland & Chicago Motor 
Express Co., Inc., Cleveland, O., Liberty Highway Co., Inc., 
Toledo, O., and Royal Transit, Inc., Milwaukee, Wis.; and sup- 
plementary order O. D. T. 3, revised 66, applying to R-B 
Freight Lines, Inc., and Hyman Transportation Co., of Aber- 
deen, S. D., and Chambers Truck Line, of Pierpont, S. D. 

The O. D. T. has announced, it says, “the first coordination 
of intercity bus and railroad service” under the O. D. T.’s pro- 
gram for the conservation of intercity busses, rubber and 

oline. 
= The coordinated service, authorized by special order O. D. 
T. B-48, is based on a joint action plan submitted by Red Star 
Motor Coach Line, Inc., Salisbury, Md., and the Baltimore & 
Annapolis Railroad Co., Baltimore, Md., for operations between 
Baltimore and Annapolis, Md. The O. D. T. said the purpose of 
the coordinated service was to divert traffic from rubber-tired 
fuel-consuming vehicles to electrically operated rail equipment, 
thus accomplishing “an important saving in rubber and gaso- 
line’ and eliminating the need for placing additional busses in 
service. The plan was approved by the O. D. T., it was stated, 
after an investigation showed that the railroad had ample 
capacity to absorb the additional load with its present equip- 
ment. 

Under the plan, Red Star Motor Coaches is permitted a 
maximum weekly mileage of 4,730 miles on its Baltimore-An- 
napolis service. The order provides for an interchange of tickets 
for service by the two carriers between Baltimore and Annapolis 
or intermediate points. Under the joint-action arrangement, 
Red Star will divert to the Baltimore & Annapolis all traffic 
that cannot be accommodated in Red Star busses under the 
mileage limitations imposed for the Baltimore-Annapolis run. 

The O. D. T. pointed out that the participants in O. D. T.- 
authorized joint action plans were safeguarded from prosecu- 
tion under the federal antitrust laws. 


LOCAL PICK-UP AND DELIVERY SERVICE 


The O. D. T. has announced a series of questions and 
answers on General Order O. D. T. 6A, which regulates truck 
operators performing local pick-up and delivery and _ local 
cartage service. The order imposed a “curfew” on orders for 
pick-up and delivery and local cartage service and was de- 
signed to reduce waste mileage and increase the efficiency of 
cartage and pick-up and delivery truck operations. 


oO. D. T. AND FOOTBALL TRAVEL 


The Office of Defense Transportation has called on all 
school, college and other football teams to confine the sale and 
distribution of tickets to the residents of the local area of the 
cities in which the games are to be played. By so restricting 
sales, it said, football games could be held without increasing 
the already heavy load on intercity busses and trains. 

The O. D. T. also renewed its request for all football teams 
to use coach train accommodations wherever possible and to 
refrain from making any reservation until the day before de- 
parture. The major and minor league baseball teams and the 
professional football teams had assured the O. D. T. that they 
would adhere to such a policy, it said. 

O. D. T. officials explained that college and high school 
football teams, with their playing schedules fixed far in advance, 
were ordinarily in a position to obtain reservation well in ad- 
vance of travel dates, whereas members of the armed forces and 
persons traveling on war business often must travel on short 
notice. By waiting until the day before departure to make 
reservations, the schools, colleges and other atheltic organiza- 
tions would aid the war effort by keeping more space available 


a accommodation of highly essential travel, the O. D. T. 


W. P. B. TRAVEL CUT PLAN 


_A possible 33 per cent reduction of necessary travel by 
business men to and from Washington, a slashing of their 
routines of paper work (25 to 40 per cent in some operations), 
and a W. P. B. organization geared to greater.speed and 
responsiveness, were the goals of a program adopted at the first 
meeting of a newly established War Production Board opera- 
tions council, said the board Sept. 21. H. G. Batcheller, opera- 
tions vice chairman, in the announcement, in part said: 


The program calls for a sweeping decentralization of the whole 
operations function and it represents the maturing of a policy which 
has been evolving for several weeks. It will move out of Washington 
to the W. P. B. regional offices much of the machinery of production 
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control and with this machinery will go greater autonomy ‘and con- 
sequently greater responsibility for both the 13 regional offices and the 
92 district offices of the agency. 

It is believed that the move will create, in effect, 13 ‘‘Little 
W. P. B.’s,’’ able to function without active assistance from Washing- 
ton except in basic policy matters and in the instance of problems 
which are beyond their own resources. Each regional director will now 
be known 4s a “regional chairman’’ and within his own area, his job 
wiil roughly parallel that of the W. P. B. chairman. ... 

The primary aim of the move is to produce greater speed and 
efficiency throughout the entire process of operations administration, 
but one of the first and most visible results is expected to be a slack- 
ening of the almost legendary tensions connected with doing business 
in Washington: The epic scramble for railroad tickets and hotel reser- 
vations, the traffic tie-up which was bound to occur when business men 
from every section of the country were swarming from the Union 


Station and converging upon a relatively small office area in the 
Capital. 


Shoe Packaging and Transport 


The Southern Motor Carriers’ Rate Conference has ap- 
pealed to the Office of Defense Transportation to urge the 
War Production Board to make a study of the packaging of 
shoes with a view to preventing “wasteful transportation” 
from continuing in the period of the war. 

In a letter to the motor transport section of the O. D. T., 
the conference pointed out that southern motor carriers re- 
cently attempted to raise the third class rate on shoes to the 
former first class level and upon encountering opposition from 
the Office of Price Administration and the War Department 
withdrew the proposed rates so as not to interfere with the 
war effort. An investigation, the conference said, showed 
that while shoes, as a whole, were not profitable traffic, there 
were many different ways of packing shoes, and some of 
the shoes were so packed that transportation of them re- 
sulted in wasteful transportation at any rate. In addition to 
discovering the light loading of shoes as now packed, the con- 
ference said it also discovered that in the week in which the 
survey was made, that there were two shipments of empty 
shoe cases moving from Atlanta, Ga., to Lewiston, Me., and 
one shipment from South Boston, Mass., to Atlanta, Ga. All 
of these shipments were not weighed and measured, but one 
of them consisted of 266 cartons of empty cases set up, each 
containing 18 shoe boxes, it said. The total weight was 1,862 
pounds. The cartons were 18 inches by 10% inches by 24 
inches, and weighed seven pounds. This, it said, resulted in 
a density of 2.66 pounds a cubic foot. 

“It appears that these facts clearly indicate that the 
movement of shoes in inner containers, and particularly where 
it is necessary to return the inner containers, results in 
wasteful transportation which,” says the conference, “dur- 
ing this time of shortage of transportation facilities, should 
be eliminated if possible. . . “When one purchases a pair of 
shoes, it is rare that a box is given, and therefore, it is 
reasonable to believe that there is some way to pack shoes 
in order to protect them during transportation without the 
use of inner containers.” 

The O. D. T. said the matter would be referred to the 
container division of the W. P. B. 


Petroleum Transportation 


The Office of Defense Transportation has issued amend- 
ment No. 1 to suspension order O. D. T. 19-1, effective Sept. 28, 
placing under the permit system instituted by General Order 
O. D. T. 19 all movements of crude petroleum and petroleum 
products on the Great Lakes and on the New York State 
Barge Canal System. The O. D. T. said the action was being 
taken to improve control of movements on the Great Lakes. 

The amendment strikes from the suspension order para- 
graphs (g), (h) and (i). which specifically excepted from 
permit requirements vessels transporting crude petroleum and 
its: products from any point on the Great Lakes to Buffalo or 
Oswego, N. Y., or to points on the New York State Barge 
Canal System, including points on the Hudson River, north- 
ward or southward from the confluence of the Hudson and 
the Erie Canal at Waterford, N. Y., and generally eastward 
on the New York State Barge Canal System. 

The Office of Defense Transportation has announced major 
revisions in its petroleum tank barge construction program 
which, it says, will save nearly 2,400 tons of steel and provide 
a flexible cushion of barge capacity adaptable to rising needs of 
the dry cargo trade on the Mississippi River system in materials 
such as coal, grain, sulphur, etc. 

The revision affords further evidence of the improved petro- 
leum transportation situation reported Sept. 9 by Director East- 
man, in announcing a reduction of 36 units in the O. D. T. 
schedule of 305 wooden tank barges, says the O. D. T. 

The new announcement covers the deduction of 13 units 
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from the steel tank barge schedule of 168 units and: certain 
changes in the remainder of both the steel and the wood and 
composite barge schedules. Continuing, the O. D. T. said: 


The motive power equipment schedules of one hundred 600-horse- 
power tugbuats and 21 river towboats will be completed as planned 
with the exception of two river towboats not yet under construction, 
which will be cancelled. 


A 2,390-ton saving in steel results from the elimination of the 13 
steel tank barges, for which no steel has been rolled. Of the remaining 
155 steel barges, 100 will be completed as tank barges and 55 are to be 
converted to dry-cargo units of the standard hopper type; it is pro- 
posed to increase their carrying capacity by adding an 18-inch or 24-inch 
wooden combing or bulwark and wooden hatch covers with tarpaulins 
to fit them for dry-cargo use. Steel has been rolled for all of the 155 
barges and fabrication is practically complete on 85 of the 100 to be 
completed as tank barges. 


In addition to the new dry-cargo capacity provided by shifting 55 
steel units from tank to hopper type, proposed modifications of the 
wood and composite barge schedule provide a 110-barge reserve which 
may be quickly adapted to meet any contingency. 

Of the 269-barge total remaining after the 36-unit reduction an- 
nounced Sept. 9, 159 units are to be completed as tank barges, while 
110, all of which are now on the ways, will be constructed in a manner 
which will permit their quick completion either as tank barges or deck 
scows or dry-cargo hoppers, as conditions may warrant. 


Ernst R. Holzborn, O. D. T. assistant director in charge of 
water transport, said, in describing the modifications in the 
wood and composite barge program, that it would be highly 
desirable to establish the 110 reverse barges as a floating unit 
with hold piping installation complete and desk fittings in re- 
serve for quick installation if needed. The revised program 
provides for: 


Tugboats—complete construction, 100; towboats—complete con- 
struction, 19; cancelled, 2; steel barges—complete as tank barges, 100; 
convert to hopper type, 55; cancelled, 13; wood and composite barges— 
complete as tank barges, 159; complete for reserve cushion convertible 
to any use, 110; cancelled, as announced Sept. 9, 36. 


Jesse Jones, Secretary of Commerce, has announced that 
Defense Supplies Corporation, an R. F. C. agency, will continue 
for a period of three months from October 1 to absorb the 
extraordinary costs incurred in shipping kerosene into the north 
Atlantic states in steel drums. Authorizations heretofore issued 
to the oil companies for the shipment of kerosene in drums have 
contained a condition that the shipments must be made prior 
to October 1 in order to obtain compensation for extraordinary 
costs from Defense Supplies Corporation. Authorizations now 
outstanding will be extended to include shipments made prior 
to January 1, 1944. 

Shipments of petroleum in rail tank cars to the east coast 
area the week ended September 18 averaged 739,120 barrels 
a day as against 821,304 barrels a day the preceding week, 
according to reports received by the Petroleum Administration 
for War. 

Administrator Ickes said that east coast stocks of principal 
petroleum products, available for civilian consumption, had 
continued their slight upward trend, but that a new Gulf hur- 
ricane had interrupted movement of supplies to that area. The 
hurricane, said he, had “cost us 400,000 barrels of crude oil 
through-put.” The same storm, said he, held back the move- 
ment of 300,000 barrels of oil to Houston and Smith Bluff, 
Tex., from which it was to have been transshipped to the east 
by tank car, and another 250,000 barrels of barge shipments 
of crude oil and petroleum products into the Houston-Texas 
City area. 

Deputy Administrator Davies said it was expected that the 
so-called “Little Big Inch” pipeline from Texas to the east 
would be completed as far as Norris City, Ill., by the end of 
this month. 


CANADIAN SHORT-CUT 


Following representations by the Office of Defense Trans- 
portation, the army, the navy, the Petroleum Administrator for 
War, and the Treasury, to the State Department, United States 
Minister Ray Atherton has been in conference with Canadian 
government authorities at Ottawa, Ont., Canada, concerning 
travel by trucks across the Ontario peninsula between Michi- 
gan and New York. 

It was understood that the aforementioned agencies had 
asked for liberalization of the regulations governing the move- 
ment of freight by truck between Detroit or Port Huron, Mich., 
and Buffalo, across Canada. By the use of this cut-off, instead 
of the route around the southern shore of Lake Erie, a saving 
of about 115 miles and about eight hours’ driving time may be 
effected. : 

However, it was understood, that while the Canadian regu- 
lations, under which trucks pay about one dollar a trip in fees 
equivalent to the Canadian wheel tax, were relaxed somewhat 
in the latter half of 1942, they were still so drawn that it was 
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difficult to define the war materials for the transportation ¢ 
which, in bond, the route was made available, and that 9 
top trucks could not move on the Canadian route because 
could not be sealed. Because of stiff fines for the shipment 9 
non-war goods via Canada, and the difficulty of determinj 
just what material might be transported, it was reported that 
operators were routing shipments over the longer route. 

Some Detroit operators, it was reported, had charged tha} 
Canadian railroads had been instrumental in blocking liberaj. 
zation of the regulations. 

It was said that the matter was considered urgent, not only 
because of the saving in mileage, but because only about two 
months remained before ice and bad weather conditions woyjlg 
force suspension of the Detroit-Cleveland ferry service egg. 
lished by O. D. T. to save truck miles on that haul. 


oO. D. T. SOLID FUEL COMMITTEE 


Director Eastman has announced appointment of a national 
O. D. T. solid fuel advisory committee, consisting of twelye 
representative solid fuel dealers, to assist the O. D. T. in form. 
ing coal dealer delivery truck pools to make the most of avail. 
able equipment for coal deliveries this fall and winter, under 
the plan announced Sept. 2 (see Traffic World, Sept. 4, p. 529), 
The plan, according to the O. D. T., ‘aims at relief of the map. 
power shortage facing coal dealers throughout the nation, and 
at methods of delivery which will permit dealers participating 
voluntarily in the program to pool their facilities, load up at 
one another’s yards, or take other steps to obtain maximum 
delivery with the minimum of manpower, equipment and cus. 
tomer waiting.” 


ANCHOR CHAIN TRANSPORT SHIFT 


Effective Sept. 21, the O. D. T. issued General Order 
O. D. T. 42 prohibiting the shipment of anchor chain by rail- 
road within the switching limits of Portland, Ore. Hereafter, 
said the O. D. T., the anchor chain, which was fabricated in 
Portland for use in nearby shipyards, would have to be trans- 
ported in trucks instead of railroad cars. The action was taken, 
it was stated, to conserve the supply of open-top cars “which 
is currently very short in all parts of the country.” 


A. T. C. OF A. AND TRANSPORTATION EFFICIENCY 


F. A. Doebber, president of the Associated Traffic Clubs of 
America, in a letter to presidents of member clubs of the asso- 
ciation, says that its special committee on cooperation with the 
Office of Defense Transportation and the Commission, H. A. 
Hollopeter, chairman, reports that “current events in Europe 
only indicate that transportation is now proceeding to its 
greatest crisis and that there must be no let-up in the efforts 
of shipper and carrier groups to get the zenith of performance 
out of all transport facilities.” 

The letter urges that greater efficiency and care in the use 
of transportation equipment be made the subject of discussion 
at traffic club meetings; that references to it be made at all 
dinners and meetings and in announcements to members; that 
each club “adopt a slogan in support of the movement,” and 
that each club ‘“‘cooperate with the local O. D. T. committee in 
promoting car and truck handling efficiency.” 


GASOLINE FOR SCHOOL BUSSES 
Temporary gasoline allotments have been authorized by the 
Office of Defense Transportation for school busses in districts 
where school authorities have delayed in filing the necessary 


applications or have failed to reorganize routes in accordance } 


with the school bus conservation policy. 

This action was taken, the O. D. T. explained, so that 
children would not lack transportation, with the opening of 
the fall term, due to a lack of gasoline for school busses. 
Gasoline allotments will be certified on a regular quarterly 
basis as soon as the school authorities in the districts affected 
comply with O. D. T. requirements. 

The O. D. T. announced that total school bus mileage had 
been reduced about 20 per cent as a result of school bus route 
reorganizations already effected under the O. D. T.’s conserva 
tion program, in which a large majority of school superii- 
tendents had cooperated. 


TRUCK PRODUCTION AND WAR 


The néed for continued study of motor truck problems 
affecting the United Nations is emphasized by the appointment 
of R. L. Vaniman, director of the W. P. B. automotive division, 
as chairman of the truck committee of the Combined Produc 
tion and Resources Board, says the W. P. B. Mr. Vaniman suc 
ceeds Arthur B. Newhall, formerly executive director of C. P. 
R. B., who was also chairman of the truck committee. Mr 
Newhall recently left C. P. R. B. to return to private industry, 
said the W. P. B., adding: 
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The truck committee, which deals with all wheeled motor vehicles 
poth military and civlian, produced in the United States, Canada and 
the United Kingdom, has been in existence since November, 1942, and 
has fulfilled the task of recommending to C. P. R. B, the most effective 
distribution of production among the producing countries 

Since both military operations and war industry require vast quan- 
tities of trucks, the job has been a complicated one, involving exhaus- 
tive examination of many phases of production and delivery such as 
standardization of models, procurement policy for spare parts for non- 
standard vehicles, the development of packing practices for shipment 
to many different destinations (with varying unloading facilities), the 
planning of production so as to impose the minimum strain on shipping, 
and many others. 

Although the original objective of ‘the truck committee has long 
since been achieved and motor vehicle production in the three countries 
has proceeded at an accelerated rate, the committee must continue its 
work since the course of the war continuously affects requirements and 
the means of meeting them. For instance, as ocean transport diffi- 
culties diminish production allocations might profitably be modified and 
as military operations expand and losses increase production may have 
to be stepped up. The most effective coordination of the materials 
resources and productive capacities of the three countries is a prime 
necessity. 

Mr. Vaniman brings to his new duties a wide and valuable experi- 
ence. Before coming to Washington, in January, 1942, as deputy di- 
rector of W. P. B.’s automotive division, he was for 13 years an execu- 
tive of the export division of the Chrysler Corporation over two years 
of this period as director and general manager of that company’s 
extensive manufacturing and assembly plants in England. 


TIRE PRODUCTION 

Leading members of the tire and rubber industry met 
with Rubber Director Bradley Dewey and Vice Chairman 
Charles E. Wilson of the War Production Board, Sept. 22, to 
discuss manpower conditions and production in the two prin- 
cipal manufacturing centers of Los Angeles, Calif., and Ak- 
ron, O. 

Facts and figures relative to the general tire and rubber 
picture were discussed. No decisions were taken at the meet- 
ing. The data submitted will be studied by the Office of Rub- 
ber Director and the W. P. B. to determine what future action 
will be taken in present manufacturing locations to assist the 
industry in manufacturing their quotas of tires and other fab- 
ricated rubber goods essential to the war effort. 


Revenue Ton-Miles 


Class I railroads handled about 11 per cent more ton-miles 
of revenue freight in August than was handled in the corre- 
sponding month of 1942, according to a preliminary estimate 
prepared by the Association of American Railroads. 

In the first eight months of 1943, Class I railroads per- 
formed approximately 18 per cent more revenue ton-miles of 
service than in the same period of 1942, 60 per cent more than 
in the same period of 1941, and 138 per cent more than in the 
first eight months of 1939, according to the estimate. 

The following table summarizes revenue ton-mile statistics 
for the first eight months of 1943 and 1942: 


Revenue Ton-Miles of Freight 


Per Cent 

1943 1942 Increase 
9. rey ae eo 349,948,647,000 290, 156,269,000 20.6 
PRR Sa ere reer Sere ot *64,400,000,000 56,956,174,000 13.1 
PIN ogc srinde So cca £2 ibd 765,000,000,000 58,626,310,000 10.9 
| oe eareeeed 479,348,647,000 405,738,753,000 18.1 





*Revised estimate. 
7Preliminary estimate. 


REVENUE TRAFFIC STATISTICS 


Ton-miles of revenue freight handled by Class I steam rail- 
Ways, exclusive of switching and terminal companies, totaled 
97,968,242,000 in June, 1943, as compared with 53,852,328,000 in 
June, 1942, and 349,948,647,000 in the six months ended with 
June, 1943, as against 290,156,269,000 in the like 1942 period, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of revenue traffic statistics 
of those roads, statement M-220. 

Revenue tons carried in June, 1943, amounted to 247,382,- 
437, as against 247,872,330 in June, 1942, and 1,452,642,626 in 
the six months ended with June, 1943, as compared with 1,293,- 
362,422 in the like 1942 period. Freight revenues totaled $549,- 
398,621 in June, 1943, compared with $501,621,952 in June, 1942, 
and $3,307,237,227 in the six months ended with June, 1943, as 
against $2,674,601,477 in the corresponding 1942 period. 

Revenue passengers carried totaled 79,109,727 and pas- 
Senger revenues amounted to $147,295,357 in June, 1943, as 
against 54,966,288 revenue passengers and revenues of $82,- 
312,170 in June, 1942. For the six months ended with June, 1943, 
revenue passengers carried totaled 419,158,271 and passenger 
revenues amounted to $749,197,271, as against 291,923,001 rev- 
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enue passengers carried and revenues of $392,374,745 in the like 
1942 period. 

Freight traffic averages for June, 1943, compared with 
June, 1942, respectively, were reported as follows: Miles a 
revenue ton a road, 234.3 and 217.3; revenue a ton-mile, 0.948 
cents and 0.931 cents; and revenue a ton a road, $2.22 and $2.02. 

For the six months ended with June, 1943, compared with 
the like 1942 period, respectively, freight traffic averages were: 
Miles a revenue ton a road, 240.9 and 224.3; revenue a ton-mile, 
ont ian and 0.922 cents; and revenue a ton a road, $2.28 
and $2.07. 


Revenue Freight Loading 


Revenue freight loading the week ended September 18 
totaled 902,766 cars, according to the car service division of 
the Association of American Railroads. This was 68,095 cars, 
or 8.2 per cent, above the preceding week, which included the 
Labor Day holiday; 333 cars under the corresponding week 
last year, and 5,203 cars, or six-tenths of one per cent, under 
the corresponding week of 1941. Loading by groups of com- 
modities the week ended September 18 was reported as fol- 
lows: Grain and grain products, 54,124; livestock, 20,950; coal, 
179,158; coke, 14,685; forest products, 45,631; ore, 86,661; mer- 
chandise, L. C. L., 101,655; miscellaneous, 399,902. 


TRUCK REGISTRATIONS 


Truck registrations from January to June this year were 
down 2.9 per cent in 39 states this year, compared. with the 
first half of 1941, says an announcement of the Public Roads 
Administration of the Federal Works Agency. Truck regis- 
trations in the eastern rationed area for the first half of the 
year decreased four-tenths of one per cent from the same 
period in 1941, the announcement said, and contrasted this 
with a decrease of 4.2 per cent in the western area. 

The roads administration estimated that 25.5 million 
automobiles would be registered in 1943, compared with 26.1 
million in 1939. This, it said, would be a decrease of four 
million from the 29.5 million of 1941, peak year in the 43-year 
history of automobile registrations. 


Traffic Handling Appeal 


Preparing for a record freight traffic in the next few 
months, the car service division of the Association of American 
Railroads has appealed to the railroads to exert maximum ef- 
fort to handle it, says the A. A. R. 

“Only by getting more useful and more productive days 
service from every car than has ever been done before will the 
fall requirement be met,” said Warren C. Kendall, chairman 
of the car service division, in a personal message to railroad 
transportation officers. 

“The next sixty days will make railroad history. We ap- 
proach the period of peak carloading with a record performance 
which has been aptly described as ‘nothing short of miraculous.’ 
The railroads have been and are performing the greatest trans- 
portation job of their history and they are doing it with less 
equipment and manpower than they formerly had. October, 
1943, can go down in history only in two ways—either as the 
crowning glory in a year of peak railroad performance, or as 
the time when the war load finally overpowered the Iron Horse. 
Here is a real challenge to everyone connected with the indus- 
try to do his part in seeing to it that the performance is credit- 
able. Bear in mind that we enter this period with the good will 
and the support of everyone connected with transportation, 
either as users or as supervisory governmental agencies. Our 
performance in the past created this attitude and the proper 
performance in the next sixty days will maintain it. 

“Let us look at the record! 


1. In every month of the first half of this year carloadings were 
below the same month last year, the aggregate reduction being 4.6 
per cent. Yet ton-miles in the same period increased 60 billion, or 
20.6 per cent. 

2. Miles per car per day averaged 47.7 exactly the same as for 
the last half of 1942 and the highest ever reported. 

3. The percentage of empty mileage was down to 36.6 versus 37.1 
last year and 37.3 in the last half of 1942. 

4. For the first quarter of 1943 the average haul per ton of freight 
was 515 miles against 454 last year. 

5. For the same period the average tons per car of carload freight 
was 40.61 compared with 37.56 last vear. This increase in load per car 
alone saved the use of 114,632 cars and reduced the carloadings by 
652,944. 

6. '[he average turn-around time of serviceable cars, while higher 
in the first six months due doubtless to longer hauls, was down to 
13.7 and 13.3 in July and August respectively, both below last year and 
only slightly over the October, 1942, figure of 13.1 days. 


“Since July 1 the carloading trend has been reversed, every 
week but one showing an increase over last year, and the last 
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two weeks reported topping 900,000 cars. These high figures 
indicate the probability of demands in October for cars exceed- 
ing the 1941 requirements of the high week when loading 
reached 922,884. It will be recalled that in 1941 when the peak 
week of loading was recorded merchandise L. C. L. loading was 
running about 60,000 cars per week greater than at present. 
As cars loaded with L. C. L. make a quicker turn than the 
average of carload traffic the supply of cars must be stretched 
a little further because of the present greater percentage of 
carload traffic to total. 

“Little help can be expected from additional new cars or 
locomotives. In the first seven months last year 51,606 new cars 
were installed; this year the equivalent figure was 12,030. The 
only possibility of protecting new high loading demands will be 
through persistent and more intensive attention to every detail 
of car handling that will promote more efficient use. Only by 
getting more useful and more productive days service from 
every car than has ever been done before will the fall require- 
ments be met. 

“Recent developments in Italy might easily have promoted 
a false sense of impending victory that would operate disas- 
trously to the car efficiency program. This relaxation of effort 
could affect shippers and railroad men alike. If either of these 
partners in car efficiency allow their steam gauge to drop a 
single point the result will be car delays and car shortages. 
Rather we must realize that the war is a long way from being 
won and greater efforts than ever must be exerted.” 


TRUMAN ON “DRAFT” AND TRANSPORT 


Senator Truman, of Missouri, chairman of the Senate’s 
special committee investigating the war program, in an address 
in the Senate Sept. 21, took the position that army and navy 
demands for induction of about 1,221,000 more men before the 
end of this year were not warranted under existing conditions 
in which, he said, men now in the armed forces were not effec- 
tively utilized. He argued that the armed forces should not 
have a “blank check” for draining manpower from the produc- 
tive facilities of the nation. 

“We must maintain our transportation industry and pro- 
vide the railroad, truck and bus companies with the facilities 
to continue their vital work,” he said. 

He said he and members of his committee had inspected 
many army camps and had talked with hundreds of “men in 
the ranks” about their work. 

“Over and over again,” he said, “we have been told that 
the soldier is doing now the same thing that he was doing six 
months or a year or even two years ago and that he is learning 
nothing new,” he added. 

It was the army’s goal to have 4,750,000 men abroad by 
the end of 1944, he declared. Transportation of such a vast 
number of men and their equipment and supplies, “at the same 
time that we continue to supply our allies with war material,” 
presented an enormous task, he said. 


WESTERN POTATO ICING 

By corrected special permit No. 8, under service order No. 
145, which placed restrictions on the icing of potatoes in 
western states, the Commission’s Bureau of Service has au- 
thorized the Union Pacific Railroad Co. to disregard the re- 
strictive provisions of the original service order and of amend- 
ment No. 1 to the service order, waybills to show reference 
to the corrected special permit. 

Union Pacific Railroad Co. has been granted permission by 
special permit No. 9 under service order No. 145, imposing re- 
strictions on the icing of cars of potatoes in Western states, to 
reice PFE 74227, containing potatoes from John L. Chase & 
Son, Twin Falls, Idaho, now on hand at Los Angeles, Calif., 
consigned to the United States Marine Base, San Diego, Calif. 

By special permit No. 11, Union Pacific has been granted 
permission to ice initially to capacity a refrigerator car or cars 
loaded with potatoes, originating at Group B points in Oregon 
or Idaho, or Group C points in Idaho, at either Nampa, Ida.; 
Pocatello, Ida.; Ogden, Utah; Council Bluffs, Ia.; or Kansas 
City, Kans. 

Waybills are to show reference to the permits. 


PERISHABLE FREIGHT ICING 

Special permits Nos. 10, 12, and 14, under service order No. 
147, restricting icing of perishables in various western states to 
three-fourths of refrigerator car bunker capacity, authorize the 
following railroads to accord full bunker icing to the described 
cars: 

Special permit No. 10, Southern Pacific, Union Pacific, or 
Rock Island, PFE 91975, containing pears from Simon & French 
Co., eo. Calif., consigned to the United States Army, Fort 
Sill, . 

Special permit No. 12, Southern Pacific, Union Pacific, St. 
Louis-San Francisco, Illinois Central, or Yazoo & Mississippi, 
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PFE 71443, containing pears from Auburn, Calif., consigned 
United States Army, Camp Van Dorn, Miss. 

Special permit No. 14, Northwestern Pacific, Southern Pa. 
cific, Union Pacific, or North Western, PFE 70811, PFE 43¢ 
PFE 44408, PFE 60811, FGE 60970, and PFE 94002, containing 
pears from DiGiorgio Fruit Co., San Francisco, Calif., consigned 
to the same company at Chicago, Ill. 

Waybills are to show reference to the special permits, 


NO POTATO ICING ORDER 


By special permit No. 25 under service order No. 126, which 
placed icing of potatoes in southeastern states under restric. 
tions, and, as amended, included certain eastern states, the 
Long Island Railroad Co. is authorized to accept for transpor- 
tation and to move 15 refrigerator cars containing potatos 
shipped by Henry A. Pollock from the Hicksville, L. I., area: 
also 15 cars containing potatoes shipped by I. M. Young & Co, 
Riverhead, L. I.; also 20 cars shipped by Long Island Fruit ¢ 
Produce Co., Riverhead, L. I., all consigned to the United States 
Army, New Orleans, La.; the Pennsylvania is authorized initi- 
ally to ice with no more than enough ice to bring the bunkers to 
three-fourths capacity at Potomac Yards, Va.; and Southern 
Railway is authorized to reice with no more than enough ice to 
bring the bunkers to three-fourths capacity at Atlanta, Ga., way- 
bills to show reference to the special permit. 


RAIL REFRIGERATION PERMITS 


Director King of the Commission’s Bureau of Service has 
issued special permits Nos. 79, 82, 83, 84, and 85, under service 
order No. 133, authorizing various railroads to retop ice a 
number of refrigerator cars, loaded with vegetables. The orig- 
inal service order placed restrictions on refrigeration service 
of fresh or green vegetables using top or body ice (see Traffic 
World, June 26, p. 1546). 


ICING AT LARAMIE, WYO. 


By service order No. 155, effective Sept. 23, the Commis- 
sion, division 3, has provided that the Union Pacific Railroad 
shall not re-top ice any refrigerator car at Laramie, Wyo. 
The order was made subject to any special or general permits 
issued by the Commission’s Bureau of Service, to meet specific 
needs or exceptional circumstances. 

The order said it appeared that, due to operating condi- 
tions on the Union Pacific at Laramie, refrigerator cars could 
not be re-top iced without undue delay and congestion of traf- 
fic, and that the Commission was of the opinion that an emer- 
gency existed requiring immediate action. 


ONIONS UNDER PERMIT PLAN 


Producers and shippers in the 12 states where onion ship- 
ments are controlled under a permit program will be allowed, 
effective Sept. 23, to move their onions into any type of storage 
within a radius of 25 miles without obtaining a permit, if they 
did so last year under an amendment to Food Distribution 
Order 77, according to the War Food Administration (see Traf- 
fic World, Sept. 11, p. 595). 

Previously, these shippers, could move their onions only 
into common storages without refrigeration facilities. Under 
the amendment, all restrictions as to the types of onion stor- 
ages are removed. 

The 12 states are California, Washington, Oregon, Utah, 
Nevada, Idaho, Colorado, Minnesota, North Dakota, Michigan, 
Indiana, and New York. 


SHIPMENTS TO ALASKA 


J. C. Capt, director of the Bureau of Census of the Depart- 


ment of Commerce, has issued the following: 


Effective October 15, 1943, Commerce Form 7525-H, ‘‘Shipper’s 
Export Declaration of Shipments to Alaska’’ which is used for ship- 
ments from the United States to Alaska will be abolished and shippers 
will be required to file Commerce Form 7525-V in accordance with 
existing regulations covering its use. 

Schedule H, ‘‘Statistical Classification and Commodity Code Num- 
ber of Shipments of Merchandise to Alaska’’ will continue to be used 
in classifying the commodities. 


ROLLING STOCK ADDITIONS 


Class I railroads on September 1, as reported to the car 
service division, had 28,433 new freight cars on order, the 
Association of American Railroads announced Sept. 22. On the 
same date last year they had 35,063 on order. : 

Of the total number on order on September 1, this yeal, 
there were 5,551 plain box, 2,825 automobile box, 3,833 gon- 
dolas, 14,165 hoppers, 300 refrigerator, 200 stock, and 1,559 
flat cars. 

Railroads also had 1,038 locomotives on order on Septem: 
ber 1, this year which included 461 steam, four electric, and 





Septembe: 


573 Diese 
locomotiv 
and Diese 
Class 
first eigh' 
period la: 
included | 
box, 688 
cellaneou: 
They 
eight mo 
and 130 | 
last year 
electric a 
The 
Septembe 
months o 
the total 
and the } 


The 
154, effec 
& South 
embargo 
West Me 
of the li 
15. Such 
without 
embargo 
Such ac! 
motives 
and its ¢ 
gency e? 
the orde 


Remo 
ern Railr 
allow or 
or contro 
points of 
the direc’ 
Washingt 
on or be 
which ar 
railroad. 
49 U. S. 


The 
sociatio. 
allotted 
assistan 
to keep 
will me 
of the v 
the gen 
prompt 
safely, © 
essentia 
passeng 
carry t 
steel ar 
down r 
mileage 
restrict 
availab 

Th 
merce 
service 
ing 194 
000,000 
conditi 
tions, s 
urgend 


Ce 
steel r 
the cau 
poses, 
Welch, 
contenc¢ 
make jf 
our pez 
had be 
Depart 
ing the 
ment h 
missior 





r’s 
‘ip- 
ers 
ith 


\m- 
sed 


the 
the 


ar’, 
on- 
559 
‘m- 
and 





September 25, 1943 


573 Diesel locomotives. On September 1, 1942, they had 861 
locomotives on order which included 323 steam and 538 electric 
é Diesel. 

- Class I railroads put 15,744 new freight cars in service in the 
first eight months of 1943, compared with 53,695 in the same 
period last_year. Those installed in the eight months of 1943 
included 6,783 hopper, 6,257 gondola, 1,830 flat, 135 automobile 
box, 688 plain box, one refrigerator, three stock, and 47 mis- 
cellaneous freight cars. . 

They also put 408 new locomotives in service in the first 
eight months this year, of which 264 were steam, 14 electric, 
and 130 Diesel. New locomotives installed in the same period 
last year totaled 514, of which 207 were steam and 307 were 
electric and Diesel. 

The ODT also reported 48 new locomotives on order on 
September 1, and 16 new locomotives installed in the first eight 
months of this year by other than Class I carriers. This brings 
the total of new locomotives on order on September 1 to 1,086 
and the number installed during the first eight months to 424. 


REMOVAL OF LOCOMOTIVES AND CARS 

The Commission, division 3, has issued service order No. 
154, effective Sept. 23, in which it says that the Chicago, Attica 
& Southern Railroad, William Fabrikant, agent, has issued an 
embargo on all traffic between and through Morocco, Ind., and 
West Melcher, Ind., on the alleged ground of unsafe conditions 
of the line and attendant hazards, effective 12:01 a. m., Sept. 
15. Such embargo amounts to an abandonment of all operations 
without authority or permission from the Commission, and the 
embargo does not appear to be justified, according to the order. 
Such action may result in the removal from its line of loco- 
motives and cars owned, leased, or controlled by the railroad 
and its agent and, in the opinion of the Commission, an emer- 


gency exists requiring immediate action. The pertinent part of 
the order follows: 


Removal of Locomotives and Cars. The Chicago Attica and South- 
ern Railread, William Fabrikant, agent, and other agents, shall not 
allow or permit the movement of locomotives or cars owned, leased, 
or controlled by said railroad or its agents from its line, beyond the 
points of interchange with connecting carriers, without permission of 
the director of the bureau of service, Interstate Commerce Commission, 
Washington, D. C. This order shall not apply to the movement of cars 
on or beyond the lines of the Chicago, Attica and Southern Railroad 
which are owned, leased, or controlled by other common carriers by 
railroad. (40 Stat. 101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 
49 U. S. C. 1 (10-(17)). 


I. M. A. ASKS AID FOR RAILROADS 

The board of directors of the Illinois Manufacturers’ As- 
sociation has issued a statement urging “that the carriers be 
allotted sufficient equipment and materials, and be given such 
assistance in connection with manpower needs as is necessary 
to keep transportation facilities at a standard of efficiency that 
will meet wartime requirements.” The successful prosecution 
of the war, “as well as the safety of our armed forces and of 
the general public,” it says, require the government to take 
prompt steps to “supply the manpower needs to operate trains 
safely, to inspect them thoroughly at terminals and to make 
essential repairs; to furnish adequate equipment, including 
passenger and freight cars, locomotives and rails, needed to 
carry the tremendous burden of wartime traffic; to furnish 
steel and other materials urgently needed for repairs on run- 
down rolling stock and impaired roadways, and to eliminate 
mileage restrictions, so-called feather-bed rules, and other 
restrictions which are interfering with the maximum use of 
available manpower.” 

The statement says that reports of the Interstate Com- 
merce Commission “indicate that men of train and engine 
service were idle approximately 25 per cent of their time dur- 
ing 1942, and that there was a surplus or waste of over 100,- 
000,000 service hours during that period.” It adds that “such 
conditions, insofar as they result from arbitrary union restric- 
tions, should not be tolerated at this time when there is an 
urgend demand for manpower to aid the war effort.” 


STEEL SHORTAGE AND TRANSPORT 

Centralization of the steel industry “in the grip of a few 
steel magnates” in the eastern part of the United States was 
the cause of existing shortages of steel for necessary war pur- 
poses, including rail transportation, declared Representative 
Welch, of California, in an address in the House, Sept. 21. He 
contended that only decentralization of the steel industry would 
make possible production of “enough steel for our wartime and 
_ peacetime needs.” He said that the War Production Board 
sa been forced to reduce the allocation of steel to the War 
Department to a point 14 per cent below its requirements “dur- 
ing the present quarter,” that the Navy Department’s steel allot- 


ment had been cut 20 per cent and that of the Maritime Com- 
mission, 22 per cent. 
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“At the same time, with the increased strain being placed 
upon our railroad facilities,” he said, “the Office of Defense 
Transportation requirements of steel have been cut 40 per cent.” 


Southwest Board Hears Pettengill 


The war is bringing about tremendous increases in trans- 
portation facilities that will have to be “correlated against a 
decreased volume of traffic when the war ends,” said Samuel B. 
Pettengill, vice-president and general counsel, Transportation 
Association. of America, in an address at the fall meeting of the 
Southwest Shippers’ Advisory Board at Fort Worth, Tex., Sep- 
tember 23. The country will possess the greatest merchant 
marine in history; the Panama Canal will be reopened to mer- 
chant shipping, returning to the water much traffic now moving 
by rail and highway; twice as many men will have been trained 
in aviation as now work for the railroads, and there will be 
made available to the public great advances in the construc- 
tion of automobiles and trucks, he said. 

Although we may “reasonably expect a substantial busi- 
ness boom when the war is over,” before long there will be a 
“huge surplus of transportation facilities competing for reduced 
volume of traffic, in a life and death struggle to survive, in 
which no branch of transportation may earn its way,” said he. 
The country could not be served by transportation systems 
“either bankrupt or in distress.” he said, adding that, under the 
circumstances described, there would be one of four results: 
There would be recurrent bankruptcies and reorganizations; 
the government would take over rights of way and terminals 
and lease them to the carriers, “as proposed by the National 
Resources Planning Board”; there would evolve a single na- 
tional private transportation system similar to the nationwide 
telephone system, or there would be “complete government 
ownership.” 

The American people want none of those, he said. The solu- 
tion was a limited number of integrated transportation systems, 
as advocated by his association, in which each system would use 
all of the types of transportation. Each important industrial 
center, he said, would be served by at least two of the inte- 
grated systems, thus preserving competition. The plan, he said, 
would give transportation a “broader base of earnings which 
will improve their credit position”; will “eliminate many red- 
ink operations,” and will afford large savings in terminal 
facilities. 

“Integration,” he concluded, “will strengthen the earning 
position of transportation systems. By that process it will pre- 
vent government ownership and eventual socialization of all 
American business.” 


Allegheny Board Meeting 


Speaking at a luncheon at the William Penn Hotel, Pitts- 
burgh, Pa., September 22, in connection with the fall meeting 
of the Allegheny Regional Advisory Board, Roy B. White, 
president, Baltimore and Ohio Railroad, discussed the railroads’ 
ability to continue handling the increasing burden of war traf- 
fic and the position of the railroads in the post-war economy. 

He said the war traffic had not yet reached its peak but 
that the railroads would continue to haul all that was neces- 
sary in order to win the war. In order to do that, however, 
said he, it might “be necessary to readjust or eliminate certain 
kinds of service or make other changes,” and the railroads 
would have to have “more men, material and supplies.” He 
said he raised no question about manpower needs in war pro- 
duction industries, but he added that “unless manpower is fur- 
nished to the railroads when they need it and where they need 
it, little can be accomplished by the manpower elsewhere, as 
increased production is of no value unless the products can be 
moved.” The railroads had lost many men to the armed forces, 
he said, but comparatively few to other industries despite the 
temptation of higher wages, because, for the most part, they 
had “a deep conviction that they are war workers of the first 
importance.” For that, he said, they “should command our 
everlasting admiration.” 

One of the by-products of the manner in which the rail- 
roads were doing their war job was “the mounting esteem 
accorded them on every hand.” There has been some criticism 
of passenger service, he said, but, generally, polls of public 
opinion gave them a high rating. Their achievements would 
be “remembered after the war,” said he, but the railroad man- 
agers were under no delusion that they would then “be able to 
coast along on past performance.” Post-war competition would 
be more aggressive than in the past because of “the vast trans- 
portation plant that has already been constructed to meet war 
needs at public expense,” said he. 

Proposals for post-war governmental spending for trans- 
portation were subjects for astonishment, he said. Even if some 
of those “fascinating proposals” were practicable, he continued, 
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he saw no reason for the expenditures, because taxpayers would 
be “abnormally pressed to provide funds with which to care 
for our present obligations.” 

There was a good deal of talk about air freight transpor- 
tation after the war, he said, adding that, although we were 
learning how to move freight in airplanes, “we have yet to 
learn how to do it in volume and, apparently, we know little 
about costs.” He could see no reason why, should it prove 
practicable, anyone should object to the railroads having their 
part in the development of air cargo transportation. They 
might not want a part in it, he said, but if they did, they should 
not be deprived of a right to such participation. Railroad men 
have “created the greatest transportation machine the world 
has ever known” and it should not be assumed that “this expe- 
rience has no value,’ said he. 

“If it is to be the public policy of the country to spend 
enormous sums of money to subsidize carriers by highway and 
by air, there can be no valid reason why the railroads, our 
most highly regulated great industry, and one of the nation’s 
largest taxpayers, should not be permitted to engage in both 
of these forms of transport,” he said. 

If our post-war national transportation policy were based 
on “equality of opportunity,” said he, he would “have no fear 
for the future of the various transportation agencies.” Under 
such a policy, he added, ‘each transportation agency could 
handle the share of the total traffic for which it is best 
adapted.” 

The railroads will have a great backlog of necessary con- 
struction and deferred orders for industries and manufacturers 
when the war ends, he pointed out, provided they received 
reasonable protection for their earning power. That backlog 
will absorb much of the surplus manpower in the post-war 
days, and will “help to stabilize our whole economy.” War was 
a “horribly expensive way of reaching any objective,” he said, 
but the American people had decided that “the cost is worth 
the attainment of a world order free from the menace of bar- 
barians.” Whatever collateral value was received from these 
expenditures, such as those he had mentioned with reference 
to transportation, would be “so much extra to the good.” In 
conclusion, he said: 

If the railroads suffered some from the spirit of defeatism during 
the depression and also because of a public policy which permitted 
what seemed to them to be unfair competition, the war has done much 
to cure this malady. The railroads will be greatly encouraged by their 
marvelous war revord to face the future with confidence and an abiding 
faith in this great country. Behind them will be the record of having 
done the greatest transportation job in history, with an efficiency never 
before equalled, and they will be more certain than ever before of 
their indispensable part in the transportation picture. 


Reports of commodity carloadings forecast an increase of 
2.6 percent for the area in the last quarter of this year as 
compared with the same period last year. The estimated total 
on the 26 commodities covered was 1,086,573 cars, as compared 
with 1,058,757 cars of the same commodities actually loaded 
in the last quarter of 1942. 

Leading the increases in number of cars was coal, with 
701,429 predicted for the last three months of 1943, four per- 
cent above 1942, and iron and steel, with 245,584 forecast for 
the last quarter of this year, 2.5 percent above last year. In 
percentage, the largest predicted increase was on agricultural 
implements and vehicles, other than automobiles, with 487.9 
percent increase, from 140 cars in the last quarter of 1942, to 
823 in the last quarter of this year. Other heavy percentage 
predicted increases were on flour, feed and other mill products, 
22.3 percent; paints and oils, 19.3 percent; general glassware, 
15.5 percent and rubber and products, 13.6 percent. 

The heaviest predicted decreases in number of cars were 
on brick and clay products, 18,462 this year as compared 
with 22,570 last, and on cement, 4539 this year as compared 
with 9206 last. Heavy percentage decreases were also predicted 
on grain, 33.6 percent; fresh fruits, 27.9 percent; fresh vegeta- 
bles other than potatoes, 20 percent, and potatoes, 12.5 percent. 


FEDERAL AGENCY QUESTIONNAIRES 


In a statement he inserted in the Congressional Record, 
Sept. 21, in defense of activities of the Office of Price Admin- 
istration, Representative Patman, of Texas, took issue with an 
allegation that the O. P. A. was the “champion offender” among 
government agencies in the sending out of questionnaires or 
“forms” to be filled out by business men. In listing a total of 
538 forms that had been sent out by various federal depart- 
ments and agencies in March, 1943, he included several agen- 
cies interested primarily in the field of transportation. He said 
that such forms must be approved by the Bureau of the Budget 
and that he had obtained his information from that bureau. 
His list of agencies, with the number of forms sent out by each 
in March, comprised the following: 


War Production Board, 259; O. P. A., 69; Department of Agricul- 
ture, 53; Federal Security Agency, 32; Department of Commerce, 29; 
War Manpower Commission, 19; War Department, 11; Office of War 
Information, 8; Department of Labor, 8; National Housing Agency, 7; 
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Railroad Retirement Board, 7; Department of the Interior, 5; Office 
of Defense Transportation, 5; Board of Economic Warfare, 4; Navy 
Department, 4; Petroleum Administration for War, 4; Federal Reserye 
Board, 3; Civil Service Commission, 3; Maritime Commission, 2; Fed. 
eral Communications Commission, 1; Office of Civilian Defense, . 
“‘Board of Transportation,’’ 1; Federal Power Commission, 1; Inter. 
state Commerce Commission, 1, and U. S. Employment Compensation 
Commission, 1. 


TAXES AND TRANSPORTATION 


Taxes on amounts paid for transportation of prope 
yielded $18,545,987.53 in revenue collections in August, while 


-taxes on amounts paid for transportation of persons in tha 


month yielded $14,171,724.42, according to the Bureau of }p. 
ternal Revenue. 

The $5 motor vehicle use tax brought in $17,002,427.28 iy 
August. . 

The federal gasoline tax yielded $23,097,568.48 in August 
as against $28,662,169.40 in August, 1942, the decline being at. 
tributed to gasoline rationing. 4 

The tax on transportation of oil by pipeline yielded 
$1,592,992.99 in August as against $1,304,985.13 in August, 1949 

Employment taxes paid by carriers in August, totaled 
$32,812,720.18 as against $30,322,571.22 in August, 1942. 


Railroad Earnings 


On the basis of preliminary reports from Class I rail- 
roads representing 81.4 per cent of total operating revenues, 
the Association of American Railroads has estimated that 
railroad operating revenues in August totaled $644,155,518 
or 15.7 per cent more than the total of $556,569,323 for Au- 
gust, 1942. This estimate, it was stated, covered only operat- 
ing revenues and did not touch on the trends in operating 
expenses, taxes, or final income results. 

Estimated freight revenues in August aggregated $474- 
936,359, exceeding by 9 per cent the amount for the same. 
month in 1942, which was $435,695,638, while estimated pas- 
senger revenues, at $126,669,699, were 48.7 per cent higher 
than the $85,194,342 total for August, 1942, said the associa- 
tion. Information by districts follows: 


Eastern District 
Thirty-four Class I railroads, representing 91 per cent of total oper- 
ating revenues in the eastern district, estimated that their operating 
revenues in August, 1943, totaling $322,189,599, were greater than in 
August, 1942, by 13 per cent, the actual total for August of last year 
having been $285,015,274. The estimated freight revenue of $238,220,392 
for August, 1943, exceeded by 8.1 per cent the total of $220,288,890 for 
the same month in 1942, and passenger revenue rose from $46,533,691 
in August last year to an estimated total of $63,658,421 for August, 1943, 
an increase of 36.8 per cent. 
Southern Region 
Seventeen Class I railroads, representing 66.9 per cent of total oper- 
ating revenues in the southern region, reported estimated total operat- 
ing revenues of $69,163,302 for August, 1943, as against a total of $62.- 
833,111 for August, 1942, an increase of 10.1 per cent. Their freight 
revenue rose from $48,601,721 in August last year to an estimated total 
of $49,741,923 in August this year, up 2.3 per cent, while their passenger 
revenue advanced from an actual total of $11,151,876 in August, 1942, 
to an estimated total of $15,722,332 in August, 1943, an increase of 41 
per cent. 
Western District 
Thirty-seven Class I railroads, representing 75.5 per cent of total 
operating revenues in the western district, estimated their operating for 
August, 1943, as $252,802,617, compared with $208,720,938 in the corre- 
sponding month of 1942, an increase of 21.1 per cent. Their freight 
revenue was estimated to have increased 12.1 per cent, from $166,805,027 
in August last year to $186,974,044 in August, 1943, and their passenger 
revenue 71.9 per cent, from $27,508,775 in August, 1942, to $47,288,946 in 
August, 1945. 


FRUEHAUF SERVICE 


Ninety-six per cent of the commercial trailers in use 1 
the country are within eight-hours driving time of a factory 
branch service station, and more than fifty per cent are within 
five-hours time, according to a study made by the Fruehaut 
Trailer Company. Fruehauf’s service organization includes 
sixty stations. Many operators are in the cities where these 
stations are operated, while 55 per cent of all are within five- 
hours driving distance of one of them, the study shows. 


CHEVROLET TRUCK CONVERSIONS 


Cooperation between motor truck owners and Chevrolet 
dealers is resulting in “salvaging” a large number of trucks 
formerly used in non-essential hauling for essential wartime 
transport “through ingenious and sometimes extensive conver- 
sion to the new hauling jobs,” says the Chevrolet division, Gen- 
eral Motors Corporation. It cites, as an example, the conver- 
sion of a truck used in non-essential work to a tractor remov- 
ing the body, installing heavy-duty transmission, brake con- 
nections and other equipment. The owner obtained a contract 
for hauling war materials with the unit thus converted, it says. 
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flice Rule 20 of the Classification applies, claiming that while the 
lavy ti d A oes ane in = package, ge Ma ggg satorentg ave in an- 
arve other, that a comple icle is shi . However, I claim as 
red. Ques ions an nswers there were 85 machines and 50 re Rodina it is impossible 
“ In this column will be cnswered questions of both legal and  _— to claim a complete article as there are 35 more machines than 
tion practical nature that confront persons dealing with traffic. A there are refrigerators. ts 
specialist on interstate commerce law, who is a member of our spe- Answer: It seems apparent from the decision of the Com- 
cial service department, will give his opinion in answer to any sim- mission in Nutting Truck Co. vs. Chicago G. W. R. Co., 246 
ple question relating to the law of interstate transportation of I. C. C. 479, that those portions of the shipment, namely 50 
jraaght. The Same SON. We yrs Se beak ware dl Lect “tay refrigerators and 50 refrigerator cooling machines, which we 
rly will answer diene the place of the trafic man but to help him im | Understand, comprise complete articles, are subject to the pro- 
~a Goorin visions of Rule 20 of the Consolidated Classification. 
- as The right is reserved to refuse to answer in this column any Under the decision _in_ the above referred to case, both 
j question, legal or traffic, that it may appear to us unwise to answer rules 10 and 20 are applicable to the shipment. 
; or that involves a situation too complex for the kind of investiga- See, also, Brunswick Radio Corp. vs. Chicago, B. & Q. R. 
in tion herein contemplated. If a@ more comprehensive answer to a Co., 188 I. C. C. 162, in which the following statement is made: 
question is desired than is thought proper for this column, the 
rust department will answer it by letter for a reasonable charge. Defendants assert that since a loud-speaker is a part of a radio 
at. No attention will be paid to anonymous communications or set, the rate and minimum for radio sets was applicable to these mixed 
questions from nonsubscribers. shipments of speaker and radio chassis under classification rule 20, 
ded Address Questions and Answers Department, which rule provides that a rating and minimum weight specified for any 
49 Traffic Service Corporation, Earle Building, Washington, D. C. article applies on all the parts of that article if shipped together. It 
; I make no praciical difference in this case whether the radio-set rate 
led a et I OFT AE TSA LOE ANRC ETNECREN eS ALCEC RN and minimum is held to apply under rule 10 or rule 20, but technically 
rule 20 is inapplicable unless the radio chassis were at least sufficient 
Liability of Carrier for Purchase Price of Goods Where Carrier prs se eT Gree Te ere ee. ae 
Unable to Show Delivery to Consignee ; 
: Missouri.—Question: I have a claim problem, on which I ; State Vera interstate Trafic 
ail- would appreciate your advice. __ New York.—Question: We have a shipper that has two 
les, Approximately three months ago we handled a shipment mills located within the state and we handle quite a few ship- 
hat to an off-line point and have been traced vigorously the past ments between same. . i : ‘ j 
18, two months for a copy of the final delivery receipt as the con- Occasionally a shipper will give us one bill of lading with 
AU- signee has claimed he did not receive the goods. The consignee about five items, two of which are marked for a consolidated 
at- has not paid the shipper for the merchandise because of this. car destined out of the state. ; : 
ing A few days ago the shipper advised us that his customer The balance of the items, which are wholly an intrastate 
has gone out of business and had not paid for this merchandise Movement, are covered by commodity rates. 
4, and in view of the fact that we had not proved delivery that _ What we would like to know is: Due to the fact that the 
me. | he was filing claim. Upon receipt of his claim papers we suc- shipper issued only one bill of lading, are we allowed to apply 
as- ceeded in furnishing him with the final delivery receipt proving the intrastate rates, or must the entire shipment be considered 
ner that delivery was made. He now has filed claim with us in the interstate? : 
la- amount of approximately $12.00 stating that our negligence in We would appreciate your comments. — 
not furnishing them with this document previously, kept him . Answer: If it is all one shipment, the interstate rate must, 
from forcing collection, and therefore he feels that we are to in our opinion, be applied. A shipment cannot be both intra- 
yer blame. state and interstate in character. _ : 
ing My question is—Is it legitimate for us to pay this claim, __ We are unable to find where this question has been con- 
in or would it be considered a rebate in the eyes of the Interstate sidered by the Commission. 
1 Commerce Commission ? Routing and Misrouting 


Answer: Your company, in our opinion, is not responsible 
= for the inability of the creditor to collect a debt from the 
043 debtor, to whom the creditor has extended credit. 

The relation between the consignee and the carrier is that 
of bailor and bailee. The consignor, as bailor could have re- 
ceived from your company the value of the goods had you been 


Missouri.—Question: Please give us your views on the 
following transaction. 

We tendered an LCL shipment to a common carrier truck 
line with no routing beyond the origin line from our plant, 
destined to a point in Minnesota. 


; 2 2 : Nex It develops that there is no through rate published in Cen- 
er: 

a a = oye delivery to the ones, in yh — tral States Tariff No. 200-B, or Tariff No. 214, and there was 
62, has no legal claim against your company because of its inabil- no carrier listed as serving the destination of the shipment. 
ight ity to collect from the consignee the purchase price of the goods The origin carrier handled the shipment to Chicago and 
otal prior to the discontinuance of the consignee’s business. then turned the shipment over to another truck line, for the 
\ger There is no certainty that he could have collected the transportation from Chicago to Minneapolis for delivery to a 
942, amount had the receipt been furnished the shipper before the raj) ine at Minneapolis for final delivery to destination. 

f 41 consignee discontinued business. : 


The question is, what is carrier’s responsibility in this con- 
Tariff Interpretation—Application of Rules 10 and 20 of Con- nection because if origin carrier had delivered the shipment to 


otal solidated Classification a cron at ae 3 pete Be produced a — ae 
for lllinois—Question: Will you please give us your opinion ©°™bination rate than the combination rate over Minneapolis. 
rre- § regarding io paar rate, or rates, applicable on @ shipment .. 1 agree that the truck lines are supposed to assess rates 
ight moving in Southern territory, consisting of 85 crates of refrig- Via route of movement; however, in this particular instance, 
027 erator cooling machines, 50 crates of refrigerators, without there were no through published rates; therefore, I am inclined 
- cooling machines, and 10 crates of refrigerators and cooling to think that the lowest combination should have been pro- 


apparatus combined? The separate weights for this shipment tected. a a 
: - Answer: Whether, under the opinion of the Commission 
are shown am r , 
shown on the bill of lading, namely: in Hauseman Steel Co. vs. Seaboard Freight Lines, Inc., 32 


The cooling machines weighed................-..-.0.see000s 9,000 lbs. M. C. C. 31, the principle enunciated therein that, where 
in The refrigerators, without the cooling machines, weighed.. 13,000 Ibs. through routes are in existence, the originating carrier, where 
ory The refrigerators and cooling apparatus combined weighed 3,000 lbs. g choice in routes is available, is under obligation to forward 
hin : A ; . i 
me The Classification Committees have all ruled that refrig- Composed in part of a rail line has not been aecided by. the 
des — with cooling machines, are subject to the classification Gommission. so far as we are aware. 
ese - “. ap Engg ner N.O.1.B.N. If the principle of the Hauseman case, above stated, is 
ve- inv? wus Shipment consisted of 50 refrigerators and 85 ma- applicable it was the duty of the initial carrier, in the present 
chines, it, therefore, is impossible to classify these items as a instance, to forward the shipment via the cheaper route 
complete article, for the reason that there are 35 more ma- : i ‘ N A i " 
chines than there are refrigerators. Routing and M srouting—h otation on Bill of Lading 
va It is my contention that, under Dulaney’s Exceptions No. _ Htinois.—Question: Herewith is a Tr of a suggested no- 
) = 22, Rule No. 230, on page 13, the proper rates applicable on this tation we have been asked to make use of by a trade associa- 
we age should be the rate applying on each article, which ie tion: 
ass on the refrigerator cooling machines, Class 45 on the 
eY- . : ; Notice to Railroad Agents: Protect lowest through published rate 
en- por i and cooling apparatus combined, and that the on all shipments covered by this manifest; if for any reason such rate 
er. gerators are subject to Class 45-M, in accordance with the cannot be protected, obtain further instructions from us before billing 
e exception rating. is accepted. 
ov- The southern carrier, with whom we have our dispute re- 
a garding the correct rates applicable, has taken the stand that We doubt that it has any legal standing in view of your 


ys. 
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answer to Indiana, dn page 1255 of the May 9, 1942, Traffic 
World. We shall appreciate your advising if anything but the 
published rate would have any bearing where an error in rout- 
ing arises. 

Answer: As we read the notation set forth in the first 
paragraph of your mg, ah the notation is a direction to the 
carrier to protect the lowest published through rate and not a 
rate which the shipper has inserted in the bill of lading; that 
if the lowest published through rate cannot be protected, fur- 
ther instructions are to be obtained from the consignor. 

That the notation would, in most instances, impose any 
obligation on the carrier that would not exist in its absence, 
we doubt. 

The Commission has held that in the absence of routing 
instructions the shipper is entitled to have his shipment move 
via the cheapest available route, Goodkind Bros. vs. Chicago, 
I. & L. Ry. Co., 21 I. C. C. 17; that a shipper may offer his 
freight without any routing instructions in which event it is 
the duty of the carrier to route it via the cheapest available 
route. In re Investigation of Advance in Rates on Grain, 21 
ces 

There are, however, situations where the notation might 
be of value, such as where bill of lading instructions to stop a 
shipment in transit for partial unloading are given and the 
through rate would not apply if the shipment were stopped for 
partial unloading; assuming the Commission would give the 
same effect to the notation as it has given to a similar provi- 
sion in a reconsigning order, Globe Grain & Milling Co. vs. 
Chicago, B. & Q. R. Co., 251 I. C. C. 267, and that a violation 
of the notation would be a violation of the provisions of the 
Interstate Commerce Act. See, in that connection, our answer 
to Alabama, on page 803 of the Oct. 3, 1942, Traffic World, 
under the caption “Tariff Interpretation—Conditional Recon- 
signment.” 


Motor Carrier—Operating Practices of—Warehousing 


Missouri.—Question: We shall appreciate your rendering 
us an opinion as to the lawfulness or unlawfulness of the fol- 
lowing contract or agreement. 

A contract is drawn up between an individual (consignee) 
and a common carrier by truck, for the distribution of a perish- 
able product, whereby the individual pays to the common car- 
rier a stipulated amount for retaining the shipment in the 
truck terminal, and making deliveries of portions of the ship- 
ment to other individuals authorized to accept delivery at the 
truck terminal. 


The individual in this case is acting as representative of a 
manufacturer, and desires contractual arrangement with the 
common carrier, and assumes all liability for loss or damage, 
the common carrier assuming no liability except delivery as 
requested and the obtaining of receipt for the delivery. 

So far as we can learn the common carrier has the priv- 
ilege of acting as warehouseman in such instances, if he so 
desires. 

Under such an arrangement the manufacturer is to pay the 
freight charges direct to the common carrier, and forward the 
shipments prepaid by said common carrier, consigned to the 
common carrier, attention individual representative, and upon 
receipt of the shipment at destination the common carrier pro- 
ceeds to release, upon receipt, portions of the shipment to 
authorized purchasers. The manufacturer invoices purchasers 
direct, and pays.commission to the representative who in turn 
pays * ad common carrier for making deliveries, as aforemen- 
tioned. 


The shipments are forwarded in large protective containers, . 


and remain in said containers at the common carrier’s terminal 
until emptied, and the emptied containers are returned to the 
manufacturer, freight charges collect, for refilling. 

Inasmuch as the common carrier takes possession of a 
large quantity of the product for his own use it is a great 
advantage to the common carrier to handle these shipments in 
this manner. 

We can find no ruling or regulation prohibiting such an 


arrangement, and will appreciate your advising of any case 


wherein such an arrangement has been authorized, or is in 
violation of any rule or regulation. 

Answer: In its reports in Ex Parte 104, propriety of Oper- 
ating Practices—New York Warehousing, 198 I. C. C. 134 and 
216 I. C. C. 291, the Commission had before it and condemned 
practices of the nature of the arrangement you describe, it 
appearing that the arrangement is not a transportation service 
but a commercial service which may result in a concession to 
the shipper using the service; in undue discrimination; and 
undue and unreasonable preference and advantage to that 
shipper. 

Tariff Interpretation 


New Jersey.—Question: Recently a shipment of machinery 
SU_NOIBN originating at Detroit, Michigan, consigned to us 
at St. Joseph, Michigan, was billed by the carrier at the second 
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class rate of 75c. The Michigan Intra-State Motor Tariff By. 
reau Tariff No. 101 names the class rates on Michigan intra. 
state shipments for the carrier who did the hauling. The clagy 
rates in this tariff are divided into “A” and “B” columns byt 
the rates do not vary in the various columns until 47% jg 
reached. 

The column “A” rates apply on shipments weighing 5099 
pounds or less and column “B” applies on shipments weighi 
more than 5000 pounds. The carrier insists that the proper 
rate to apply on a shipment of machinery NOIBN weighing 
5000 pounds or considered as weighing that much is the secong 
class rate of 75c, which is the same in columns “A” and “BR” 
We interpret the tariff to mean that shipments weighing over 
5000 pounds would be subject to the truck load rate of 3% 
which is column 40. 

The carrier contends that the truckload minimum weight 
applies in connection with the 33c rate. Will you please fayor 
us with your interpretation of this tariff provision? 

Answer: While the tariff to which you refer is not ep. 
tirely clear in its application, in that it should, we believe 
provide in connection with the Column B rates that, as to com- 
modities for which ratings subject to volume minimum weights 
are published in the classification and exceptions thereto, such 
ratings are to be applied to shipments subject to volume min. 
imum weights. 

In our opinion the carrier is correct in its view that if the 
class 40 rate as published in the tariff to which you refer, is 
used, the volume minimum weight provided for in connection 
with this rating must be observed. 

It is true that both the second class and class 40 Column B 
rates apply on quantities of over 5000 pounds, but, neverthe- 
less, the Class 40 rating is subject to a minimum weight, which 
minimum cannot be separated from the rating. The minimum 
weight upon which a carload rate is based is a part of the 
rate because the charges on a shipment of a weight less than the 
minimum, are determined by such minimum weight. 


Liability of Motor Carrier 


Illinois.—Question: Please give us your opinion and cite 
any decisions or supporting cases that would establish liability 
under the following circumstances: 

On June 5, 1942, one of our customers at A, tendered for 
delivery via the X Transportation Co. of the same city, a ship- 
ment to our plant at B, N. Y. While this shipment was on the 
platform of the carrier’s warehouse at C, N. Y., it was de- 
stroyed as a result of fire and collapse of an adjoining building, 
on June 20, 1942, which resulted in the destruction of the car- 
rier’s warehouse. 

At the carrier’s suggestion, we therefore filed our damage 
claim on October 5, 1942. 

After a great deal of correspondence with the carrier, we 
finally received a letter on September 9, 1943, from the Y 
Bureau, Inc., at New York City, returning our claim, and 
advising that the X Transportation Company does not appear 
to be liable for this loss. They stated further that at the time 
these goods were destroyed the shipment was in the possession 
of the truckman, but his liability at the time of destruction was 
that of a warehouseman only, and as such he was not liable 
for loss resulting from the above circumstances. 

Bearing in mind that only 15 days elapsed between the 
date of shipment and the fire and that there was no showing 
whatsoever that this shipment was tendered for delivery to our 
plant and that no notice of arrival was sent or given to the 
consignee advising that after a certain period the carrier would 
be liable as warehouseman. only, we cannot agree with theit 
contention that they are not liable. 


The establishment of liability in this case seems to hinge 
on the fire originating in the adjoining building. We will greatly 
appreciate your findings therefore with regard to this question. 

We would also like to mention that none of the supporting 
papers which were submitted with our claim were returned 
with the letter of declination. We would also like to point out 
that the Y Bureau clarified their position as adjusters, acting 
without prejudice in connection with our aim. 


Answer: Section 1(b) of the Motor Carrier Uniform Bill 
of Lading Contract Terms and Conditions, provides that the 
carrier’s liability shall be that of warehouseman, only, for 1oss, 
damage, or delay caused by fire occurring after the expiration 
of free time (if any) allowed by tariffs lawfully on file (such 
free time to be computed as therein provided) after notice of 
the arrival of the property at destination or at the port of 
export (if intended for export) has been duly sent or given, 
and after placement of the property for delivery at destination, 
or tender of delivery of the property to the party entitled to 
receive it has been made. 

A similar provision in the Uniform Bill of Lading of the 
rail carriers was prescribed in the report in Bills of Lading, 
Sa 1 CC. GF. 

We are unable to find decisions of the courts specifically 
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in point, but, under a provision similar in nature in Section 
4(a) of the’ Uniform Bill of Lading Contract Terms and Condi- 
tions, the Supreme Court of the United States, in its decision 
in Michigan Central R. R. Co. vs. Owen & Co., 256 U. S. 427, 
41 S. Ct. 554, held that a carrier was liable as such, and not 
as a warehouseman during the period of free time following 
notice of arrival to the consignee. See, also, the decision in 
Schaff vs. Roach, 243 Pac. 976; Louisville & N. R. Co. vs. Riley, 
160 N. E. 730; Ft. Smith & W. R. Co. vs. Syracuse Portrait 
Co., 245 Pac. 600. 

It is our opinion that the carrier is liable as such at the 
time the shipment was destroyed, unless notice of arrival was 
given the consignee. 


Government Transport Waste 


Editor the Traffic World: 

I have read your editorial, “Legislative Rate Making,” 
and also the remarks of the “learned” senator as to what 
the government pays for transportation, and up to now I 
have failed to notice any comment from you as to the waste 
in government transportation, which adds considerably to 
your bill and mine—not that of the government, as, in the 
final analysis, the taxpayer holds the sack. 

Recently, one of the army brass hats made the statement 
that the inductee was transported between various points some 
eight times, which conserves neither transportation, equipment, 
or power, and the figures show passenger traffic to be 195 
percent greater than in 1941, and 95 percent greater than in 
1942, and, no doubt, a great part of that vast increase is due 
to unnecessary troop movement from camp to camp. In addi- 
tion to that, the government traffic “experts” route everything 
all around Robin Hood’s barn* so as to work in the land 
grants—time, release of equipment, etc., not being of the 
essence. 

R. A. Koontz, 


Commerce Attorney. 
Silver Springs, Md., Sept. 21, 1943. 





*We, as is well known, hold no brief for government methods or 
efficiency, but this charge, at least, is hardly true, for the reason that 
the railroads ‘‘equalize’’ land grant rates, so that, in order to take 
advantage of those rates, it is not necessary to move traffic over a 
‘land grant’’ road.—Editor The Traffic World. 


The Traffic Department 
Editor The Traffic World: 


The letter headed, “The Traffic Department” in the Sep- 
tember 11, Traffic World gives me enough courage to pen the 
following as to a matter which has been troubling me and, 
no doubt, others in the transportation field for some time. 

_ I would like to have someone tell me why the transporta- 
tion profession has not kept pace with other fields in the 


_ of industry and what the post-war period holds in store 
or us. 


_ _ With the present manpower shortage in all fields, why 
is it that, though there is such a terrific demand for purchas- 
Ing agents, credit managers, office managers, accountants, 
manufacturers, and executives of all kinds, never does anyone 
require a traffic manager? 

Just pick up any newspaper, turn to the want ads, and 
what do you find—‘‘Wanted—plant engineers—time study exec- 
utives—production managers—office managers—accountants— 
credit managers—and a demand for almost every known kind 
of professional vocation, even sales managers (when in most 
cases there is very little to sell), but how often do you see an 
advertisement for a traffic manager? Oh yes, once in a while 
you run across an advertisement wanting shipping clerks, rate 
clerks, or billing clerks. 

; Why? How come? Why is it that so very many admin- 
istrators in industry have so little conception of the actual 
functions and value of a traffic department? 

Can it be that the lack of understanding of what “traffic 
management” means and the consequent lack of actual recog- 
nition of this highly specialized field is to be charged to the 
failure on the part of the local traffic clubs and organizations, 
including the Associated Traffic Clubs of America, in not ac- 
cepting the challenge, but, on the other hand, follpwing the 
line of least resistance—banquets, dinners, golf outings, etc.? 

It is true that the splendid educational program of the 
Associated Traffic Clubs of America, directed by the capable 
Dr. G. Lloyd Wilson, has produced splendid results for those 
who are really interested in transportation, but why is it 
equally true that the various traffic clubs and organizations, 
including the Associated Traffic Clubs of America have failed— 
yes failed miserably—in the technique of educating the. execu- 
tive heads of leading business concerns in all lines of indus- 
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try and commerce in how essential and what an enormous 
asset a traffic department can be in modern business? 

Again I ask, why is it that there is no general recognition 
of this highly specialized field of work by administrators in 
industry ? 

Hiram J. Adell, 
Traffic Manager, 
Cleveland, O., Sept. 20, 1943. The Wolf Envelope Co. 


LORAIN, O., RIVER PROJECT 


President Roosevelt has asked Congress to appropriate 
$170,000 for the War Department, for use by the army corps 
of engineers in enlarging the turning basin at the head of navi- 
gation in Black River opposite the plant of the National Tube 
Co. at Lorain, O. A letter from Budget Director Smith, accom- 
panying the President’s request, showed that iron ore from the 
Great Lakes was delivered at that plant by ore-carrying ves- 
sels, that the existing turning basin would barely accommodate 
vessels having an over-all length of 600 feet, and that several 
new vessels, 640 feet long, and other vessels built or under 
construction, 621 feet long, could not be turned around in the 
present basin and must be towed stern first downstream by the 
use of two tugs. The budget director said the War Production 
Board had advised that enlargement of the turning basin was 
essential as a war emergency measure. 


MISSISSIPPI VALLEY ASSOCIATION 


The Mississippi Valley Association, which last year held a 
series of district meetings instead of its regular annual conven- 
tion, will hold its 1943 meeting at Hotel Statler, St. Louis, 
Oct. 18-19, it is announced by Lachlan Macleay, president of 
the association. 

Subjects on the convention agenda will include flood con- 
trol; the Mississippi Valley’s continued all-out participation in 
the war effort; post-war planning for the economic development 
of the mid-continent area; full use of the inland waterways, 
both during and after the war; preservation of private enter- 
prise as the foundation of the nation’s post-war economic se- 
curity; maintenance and support of the American merchant 
marine after the war with the development of ocean services 
for the Gulf ports; expansion of the mid-continent area’s for- 
eign trade; protection of small businesses, and the elimination 
of waste in governmental spending. 

Speakers will include government officials, members of 
both houses of Congress, and representatives of industry, agri- 
culture, and transportation. 


ST. LAWRENCE WATERWAY 


The St. Lawrence River waterway, if constructed, would 
destroy the economic future of the United States, said Repre- 
sentative Morrison, of Louisiana, in an address in the House 
in which he charged that that waterway project was being 
promoted by “the international salesmen.” With such a water- 
way providing “free passage into the very heart of the United 
States,” he said, many sections of our country would pass into 
economic obscurity and “every vestige of our economic ad- 
vantage would be surrendered to foreign flags and our potential 
economic enemies.” 

“The St. Lawrence River Waterway, if built to the tune 
of the internationalists,” he continued, “will turn the Mississippi 
River traffic in reverse gear. This traffic now naturally goes 
down the river touching the docks of many American cities, 
finally offering itself to the marts of the world at the port of 
Louisiana’s greatest city, New Orleans. . . . The river, naturally 
used, guarantees to America a great trade with our neighbor- 
ing countries of South America. In these respects, Mississippi 
Valley traffic as now charted is an absolutely essential economic 
instrumentality for the prosperity of all America. On the other 
hand, the St. Lawrence waterway . . . would divert this great 
stream of American commerce into channels immediately for- 
eign, would allow the flags of foreign countries to enter into 
the very heart of our country ... and... would weld still 
another shackle upon the great southland..... 

Representative Pittenger, of Minnesota, inserted in the 
Congressional Record a statement by him in support of the 
St. Lawrence waterway project. He argued that development 
of rivers and harbors projects, including the St. Lawrence, 
would give employment to “tens of thousands of unemployed 
men” after the war. He said there would be a great surplus 
of ships available for transportation purposes after the war, 
and contended that waterway facilities should be developed 
to make it possible to “use this shipping for the benefit of the 
American people.” 

“The country now faces a pending breakdown of its railroad 
transportation system, brought about in large measure by the 
reluctance of the railroad system to either expand their own 
facilities or permit other means of transportation to be con- 
structed,” he said. “Unless we utilize every natural resource 
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we have to provide cheaper transportation we cannot hope... 
to compete with foreign countries.” 


TEX.-LA. WATERWAY PROJECTS 


_ Chairman Mansfield, of the House rivers and harbors com- 
mittee, has inserted in the Congressional Record the text of an 
address by Dewey Granberry, manager of the Victoria, Tex., 
Chamber of Commerce, advocating improvement of the Guada- 
lope River by the construction of “a 9-foot barge canal from a 
point on the (Gulf) Intracoastal Canal a few miles below Sea- 
drift in San Antonio Bay up the Guadalope Valley to mile 52 
above Victoria.” Such a project, said Mr. Granberry, would be 
“the deepest penetration into the interior of Texas of any water- 
way with a depth of 9 feet” and would serve “the largest, 
richest, and most rapidly developing section of the upper Gulf 
coast” between Galveston and Corpus Christi. The proposed 
canal would afford a reduction of 34 miles in the short-line 
railroad haul to San Antonio, Tex., and “the saving thus 
achieved would pay for the project over the period of years 
customarily used in determining economic justification,” he 
said. He urged inclusion of the project in the next rivers and 
harbors bill, after noting that it had been a part of the rivers 
and harbors bill which President Roosevelt had vetoed “in the 
dark and uncertain days of 1940.” 

Representative Johnson, of Texas, placed in the Congres- 
sional Record a statement by John M. Fouts, of Fort Worth, 
Tex., general manager of the Trinity Improvement Association, 
containing the assertion that “the Trinity River should be im- 
proved at the very earliest date.” According to army engineers’ 
plans, he said, the Trinity Canal would be 9 feet deep and 150 
feet wide at the bottom, with “some 26 navigation locks,” to 
permit barge movements from Beaumont or any Galveston Bay 
port to Fort Worth in five days, allowing for eight stops en 
route to load and unload. The first cost of the navigation work, 
he said, would be $96,000,000, of which the federal government 
would provide about $90,000,000. 

A statement by Frank E. Bourgeois, chairman of the water- 
way transportation and development committee of the New 
Orleans Association of Commerce, supporting proposed exten- 
sion of the Gulf Intracoastal Waterway to the Rio Grande, also 
was inserted in the Congressional Record by Chairman Mans- 
field. Mr. Bourgeois averred that ‘Louisiana and Texas both 
advocate the opening of the Florida barge canal and the com- 
pletion of the Atlantic deep waterway all the way to Boston.” 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 200 prescribing rate and surcharge on coal in bulk from 
U. S. Atlantic and Gulf ports to Chile, of $8.20 a ton of 2,240 
pounds, plus surcharge of 58 per cent. 

The W. S. A. announced that materially lower freight sur- 
charges on petroleum, petroleum products and other liquid 
cargo shipments into and between foreign areas had been made 
effective September 22. The specific charges are set forth in a 
bulletin of approximately seventy pages that is available at 
the offices of the W. S. A. 


MERCHANT MARINE LEGISLATION 


Chairman Bland, of the House merchant marine commit- 
tee, on Sept. 21 introduced in the House six bills and a joint 
resolution relating to operations of the War Shipping Adminis- 
tration and to insurance for merchant seamen. 

The joint resolution (H. J. Res. 158) would establish a 
board of visitors for the U. S. Merchant Marine Academy. The 
other legislation proposed by Chairman Bland would make the 
following provisions: 

H. R. 3257, to amend insurance provisions of title II of the 
merchant marine act, 1936, as amended, by extending to four 
years the present two-year statute of limitations provided by 
the suits-in-admiralty act with respect to war risk insurance 
policies, so as to permit payment to the owners and permit 
time for the private underwriters to seek collection from the 
government when they determine that the loss should have 
been covered by the government’s war risk insurance policy. 

. R. 3258, to amend section 1(a) of the act clarifying the 
functions of the War Shipping Administration (public law No. 
17, 78th Congress) so as to prevent double recovery, in the 
event of casualty, by non-resident alien seamen—recovery from 
their own government and also recovery from the U. S. gov- 
ernment. 

H. R. 3259, to clarify the application of section 1(b) of 
public law No. 17, 78th Congress, so as to limit specifically the 
application, to seamen employed by the United States through 
the W. S. A., of the federal insurance contributions act and the 
— and survivors insurance provisions of the social security 
act. 

H. R. 3260, to amend the merchant marine act, 1936, by 
broadening the federal government’s ship-requisitioning author- 
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ity so as to permit the acquisition of vessels indirectly owned 
or controlled by American corporations. 

_H. R. 3261, providing for return to private ownership of 
fishing vessels, Great Lakes vessels and other ships of 1,000 
gross tons or less. 

H. R. 3262, to amend section 2(b) of public law No. 17 
78th Congress, so as to empower the war shipping adminis. 
trator to waive the recovery of payments, found to have been 
made erroneously, on account of W. S. A. insurance coverin, 
loss of life, personal injury, loss of personal effects, detention 
or wages of seamen, under certain conditions. , 

Chairman Bland has introduced H. J. Res. 161, to provide 
cash awards to personnel of the Maritime Commission and the 
War Shipping Administration for useful suggestions to improve 
administration of their activities. 


W. S. A. WAR RISK INSURANCE 


By supplement No. 2 to its bulletin C-26 and supplement 
No. 2 to its bulletin No. 27, the War Shipping Administration 
has made further reductions, effective Sept. 20, in specified 
cargo war risk insurance rates covering export and import 
cargoes (see Traffic World, Sept. 18, p. 682). 


MARITIME COMMISSION CONTRACT SAVINGS 
_ _ The Office of War Information has announced that in the 
sixteen-month period ended Aug. 31, the Maritime Commission, 
through renegotiation of contracts, recovered $69,720,000 and 
obtained price reductions on future deliveries totaling $48,505- 
000, a grand total of $118,225,000. 


MARINE SAFETY SESSIONS 


The marine section of the National Safety Council will hold 
a number of sessions October 5, 6 and 7, at the La Salle Hotel, 
Chicago, in connection with the victory program for safety and 
conservation of manpower of the National Safety Congress. At 
the October 5 session, with Byron O. Pickard, chief safety engi- 
neer, Waterfront Employers’ Association, San Francisco, presid- 
ing, Captain Norman B. Hall, chief, port security division, U. §. 
Coast Guard, will speak on “Security of Vessels in Port.” Vice- 
Admiral Russell R. Waesche, commandant of the Coast Guard, 
will preside at the next morning’s session, at which there will 
be a round table discussion of coastal defense problems. In the 
afternoon, there will be a talk on ‘Wartime River Safety,” by 
John F. Juli, safety superintendent, Dravo Corporation, Neville 
Island, Pittsburgh, Pa., and one on “Safety Aboard a Lake 
Freighter,” by J. W. McGiffin, superintendent of safety, Canada 
Steamship Lines, Montreal. W. C. Garbutt, casualty manager, 
Pittsburgh Steamship Company, Cleveland, O., will preside at 
that session. Presiding at the final session, October 7, will be 
John Vail, Brown Shipbuilding Company, Houston, Texas. The 
program of that session will include presentation of marine 
section safety awards by Arthur M. Tode, president, Propeller 
Club of the United States, former general chairman of the 
section. 


NEW TOWMOTOR LIFT TRUCK 


Towmotor Corporation, Cleveland, O.. has added a new 
model to its line of fork lift trucks. Its number is LT-50 and 
it replaces models LT-46 and LT-53 in its line. It is available 
in two capacities, 5000 pounds, with either 104-inch or 144 
inch lift, and 4000 pounds with 144-inch lift. It is designed for 
maximum maneuverability in close quarters, along narrow 
aisles, and over steep ramps. Its maximum travel speed is 8 
miles an hour and its lift speed 40 feet a minute. It has a 50-inch 
wheelbase, an outside turning radius of 92 inches, an overall 
width of 42 inches, underclearance of 6 inches, an overall 
length without forks of 88 inches, and standard forks 36 inches 
long. 





HARVESTER CO. “CONSUMER RELATIONS” 

International Harvester Company, Chicago, has announced 
establishment of a consumer relations department supplanting 
its advertising department and encompassing various activities 
that, in the past, have been lodged in other departments. A. C. 
Seyfarth, formerly advertising manager, and C. E. Johnson, 
assistant advertising manager, have been appointed manager 
and assistant manager, respectively, of the new department, 
which will embrace nine divisions relating to consumer-approach 
problems. The divisions include: Advertising; farm practice 
research; market analysis; sales promotion; advertising mate- 
rial; parts catalogs and instruction manuals; education an 
training; war products service; Canadian and export. 


CHANGES IN DOCKET 
Hearing MC 12278, September 23, Brooklyn, postponed to October 
21, Hotel St. George, Brooklyn, Examiner Naefe. 
Hearing MC 39937, September 24, Pittsburgh, postponed to Novem 
ber 9, Roosevelt Hotel, Pittsburgh, Examiner Parker. 
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Power and 
Performance to 


“KEEP ‘EM ROLLING’ 


The Chicago Great Western Railway is adequately 


equipped to perform its full share in carrying out the 
Nation’s war program. 


5 
Important Gateways 


Tracks, motive power and all equipment are in first class 
condition. Operations are well organized and function- 
ing efficiently and smoothly. 
By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 
St. Joseph war program and for the ordinary needs of America. 
At your service. 


Chicago 
Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 








Tratfic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed,—Editor THE TraFFic WorLD. 


The Traffic Club of Fort Worth, Tex., has elected the fol- 
lowing officers and directors: President, F. F. Cunningham, 
Axtell Company; first vice-president, Carrol F. Hinners, Amer- 
ican Airlines; second vice-president, M. G. Boone, Continental 
Oil Company; secretary-treasurer, T. K. Hale, Texas Electric 
Service Company; members, board of directors, J. Pat Casey, 
Frisco Lines; F. H. Comiskey, Burlington Route; T. E. Luther, 
Red Arrow Motor Freight; W. F. Rankin, Gulf Oil Corpora- 
tion; Hal Strain, Yellow Transit Company. The first luncheon 
meeting of the season will be held October 4. 

Kinsey N. Merritt, general manager, Railway Express 
Agency, New York, was guest speaker at a dinner meeting of 
the Women’s Traffic Club of Metropolitan St. Louis, Septem- 
ber 16. ‘There was a program of songs by the St. Louis Police 


Quartet. Frances V. Crowley is chairman of the entertainment 
committee. 





Arthur B. C. Degan, new president of the Waukegan-North 
Chicago Traffic Club, is chief rate clerk for the Elgin, Joliet, and 
Eastern Railway at Waukegan, Ill. He 
was born at Baraboo, Wis., and edu- 
cated at Madison, Wis., and the Col- 
lege of Advanced Traffic, Chicago. In 
1920, he went to work as a clerk for 
the Chicago and North Western at 
Madison, and in 1922 he was trans- 
ferred by that railroad to Waukegan 
as a rate clerk. In 1926, he joined the 
staff of the Interstate Commerce Com- 
mission as a tariff examiner, but re- 
turned to Waukegan the following 
year to become rate clerk for the E. J. 
and E. He has since been promoted to 
his present position. He is a charter 
member of the Waukegan-North Chi- 
cago Club and was elevated to its 
presidency after six years as its secre- 
tary. He has also served the club as 
chairman of its program and educa- 





tional committees. 





Thomas H. Beck, president, Crowell-Collier Publishing 
Company, and a director of the Metropolitan Life Insurance 
Company and the National Aeronautics Association, spoke on 
“Post-War Preparation” at a luncheon meeting of the Birming- 
ham, Ala., Traffic and Transportation Club, September 24. 
John W. Black, president, Sales Executive Club, which joined 
in sponsoring the luncheon, presided. 





At the first fall meeting of the Traffic Club of New York, 
September 8, Grover Loening, aeronautical engineer, will speak 
on “What to Expect from Aviation.” Nominations of candidates 
for election to office will be made by the nominating committee. 
Dinner will be served before the meeting. The bowling league 
will open its season, October 4, at the Downtown Bowling 
Academy. P. J. Winters is chairman of the league. 





The annual fall dinner of the Junior Traffic Club of Chicago 
will be held at the Palmer House, October 14. Jack G. Scott, 
general counsel, Office of Defense Transportation, will be the 
speaker. Everyone attending the dinner, including guests at 
the speaker’s table, will pay for his ticket. Net proceeds 
will be used to purchase Christmas gifts for members of the 


club in the armed forces. Of the club’s 1700 members, 225 are 
now in uniform. 





The Transportation Club of Des Moines, Ia., has elected 
the following officers: President, Harley C. Shirer, Chicago 
Great Western; vice-president, H. R. Van Maren, United States 
Rubber Company; secretary-treasurer, C. W. Sheppard, Santa 
Fe System; members, board of governors, H. D. Rowe, Inland 
Manufacturing Company; Jack Sandvig, Blue Line Transporta- 
tion Company; M. L. Parke, United States Rubber Company; 
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H. A. Bockman, Erie Railroad; Fred Way, Chicago and North 
Western. R. I. Colvin has been elected sergeant-at-arms. 





The Traffic Club of Houston held its annual football day 
luncheon meeting September 21. Jess Neely, head coach at 
Rice Institute, and his assistants, discussed “Wartime Foot. 
ball.” Motion pictures of football were shown. Frank Hermon 
Maritime Oil Company, presided. 





The Charlotte, N. C., Traffic and Transportation Club will 
hold its first meeting of the fall season at Thacker’s Restaurant 
September 28. Dinner will be served, and there will be a show. 
ing of fishing and football films by arrangement with the 
Atlantic Refining Company. 





The Oakland, Cal., Traffic Club held a freight forwarders 
night dinner meeting*September 21. There was a program of 
entertainment. George Wagner, Universal Carloading and Dig. 
tributing Company, was chairman. 





The Traffic and Transportation Club of Philadelphia wijjj 
hold a monthly dinner meeting, September 28, at which Nor. 
man J. Griffin, commissioner, federal district court for eastern 
Pennsylvania, will be guest speaker. N. R. Elliott, president, 
will preside. 


The Traffic Club of Memphis will hold its first luncheon 
meeting of the season, October 4, at the Hotel Gayoso. There 
will be a program of entertainment. Bob Gleason is chairman 
of the entertainment committee. 








Dr. Alfred P. Haake, economist and lecturer, will speak 
on “Gullible Uncle Sam” at a luncheon of the Traffic Club of 
Chicago October 7. 


Cc. M. F. A. MEETING 


Members of the rate and tariff bureau of the Central Mo- 
tor Freight Association, meeting at the Blackstone Hotel, Chi- 
cago, September 17, elected seven members to serve as directors 
on the board of the Central States Motor Freight Bureau for 
the coming year. Those elected were: 


Alex Scherer, Scherer Freight Lines, for three years; Barney 
Cushman, Cushman Motor Delivery, for two years; Walter Mullady, 
Decatur Cartage Company; Henry Sell, Keeshin Motor Express Com- 
pany; Ernie Warskow, Lake Shore Transit Lines; Charles Dohrn, 


Dohrn Transfer Company; Rudy Olson, Fred Olson and Son Motor 
Service, each for one year. 


Ben Leventhal, Roosevelt Cartage Company, was elected 
as the C. M. F. A.’s nominee as a candidate for election by 
Cc. S. M. F. B. executives as a director at large. Harry Chad- 
dick, Standard Freight Lines, was reelected to represent the 
C. M. F. A. rate bureau on the executive committee of the 
C. S. M. F. B. He and Carl Ozee, Hayes Freight Lines, will be 
hold-over members on the C. S. M. F. B. board of directors. 

The group endorsed a resolution, offered by Mr. Chaddick, 
expressing approval of the activities of the Regular Common 
Carrier Conference of the American Trucking Associations, of 
its board of governors, and of R. J. McBride, general manager, 
A. T. A. common carrier division. The resolution said the con- 
ference had “initiated and developed numerous policies and 
programs all working to the protection and advancement of the 
motor common carrier industry” in the nation, and urged that 


such carriers give support to the conference now and in the 
post-war period. 


c. S. M. F. B. BOARD AND COMMITTEE MEETINGS 


The board of directors of the Central States Motor Freight 
Bureau will hold its annual meeting at the Blackstone Hotel, 
Chicago, September 28. The docket for the meeting includes 4 
report on the status of I. and S. M-2240, the bureau’s minimum 
charge case, and a discussion of the need for a general In- 
crease in motor carrier rates in Central Territory. Propos 
changes in bureau procedure will also be considered. Bureau 
officers and directors-at-large will be elected. 

The bureau’s central committee will hold its regular 
monthly meeting, to consider appeals from recommendations 
of the standing rate committee, at the same hotel Septembef 
27. It will also hear a report from its rules committee. Among 
matters to be considered on appeal is a proposal to establish 
in Chicago a charge of 8 cents a hundred pounds for delivery of 
freight by small vehicle to the receiving platform of consignees 
when such platforms are not accessible to the larger road-ha 
vehicles, and a proposal to permit reconsignment of freight, 
after delivery at billed destination in Chicago, at a charge of 
5 cents a hundred pounds. 
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Some day soon, we hope, you'll grab your newspaper to 


read all about it—the final Victory and Peace... Those happy 
and historic headlines likely will be printed on the paper now 
NOR, growing in the forests of the Northwest. Millions of logs ac 
<2 hauled to pulp mills by GREAT NORTHERN. Too, it delivers 
carloads of finished printing paper to the nation’s presses. So, 


GREAT NORTHERN dependably serves both the Northwest’s 


great lumber industry and America’s publishers. 
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Personal Notes 





C. Gordon Pennington, general passenger agent at New 
York for the Pennsylvania Railroad, was drowned while bath- 
ing in the surf off Montauk, Long Island, September 15. He 
had served with the company 43 years. 

Lt. Col. Clive Mansfield Turner, resident vice-president 
and general manager in the United States for the Associated 
British and Irish Railways, died at New York September 10. 

John Gardner, former chief engineer for the Todd Ship- 
yards Corporation, New York, died at his home at Redbank, 
N. J., September 9, at the age of 67. 

C. A. Skog has been appointed freight traffic manager at 
Chicago for the Grand Trunk-Canadian National, succeeding 
E. F. Flinn, who has retired after serving with the system 45 
years. D. M. Crawford has been appointed general freight 
agent and G. O. Thoresen, assistant general freight agent, 
both at Detroit. 


Charles E. Barry has been appointed assistant freight 
traffic manager, in charge of import and export traffic, for 
the Rock Island Lines, at Chicago. 


J. E. Harris, who for the last 57 years has been super- 
visor of shipping and traffic for the Jeffrey Manufacturing 
Company, Columbus, O., has retired. He has been succeeded 
by Albert E. Salisbury. 

R. A. Merkle, formerly assistant district traffic manager 
for United Air Lines at New York, has been appointed district 
manager for Colonial Airlines at New York. 

T. Herbert Fee, assistant freight traffic manager for the 
Western Maryland Railway at Baltimore, died suddenly of a 
heart attack, September 20, while en route to New York. He 
had served with the company since 1891. 

J. J. Thompson has been appointed assistant general man- 
ager, and J. T. Waddell, general superintendent, for the Ten- 
nessee Central, both at Nashville. 

The Union Pacific has announced the following appoint- 
ments: A. G. Hilker, assistant general passenger agent, in 
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Commissioners: R. H. Van Deman, President @ Emil Klicka 
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charge of rates and tariffs; L. G. Meder, assistant to 
passenger traffic manager; Walter Conrey, 
agent, all at Omaha. 

Harry S. Zane has been appointed assistant freight traffie: 
manager for the Milwaukee Road at Chicago, succeeding: 
Thomas W. Proctor, who resigned. The Traffic World : 
week erroneously reported that Robert T. McSweeney hag 
succeeded Mr. Proctor. Mr. McSweeney has been appointed 
assistant freight traffic manager, Chicago, succeeding Mr. Zana: 

Edward Vanek has been appointed district manager for fhe 
San Francisco, Oakland and bay areas, Pioneer Carloading 
Company, at San Francisco. 

Arch McM. Creed, president, Creed and Joy, Inc. ap 
been elected president of the Foreign Trade Club of Detroit. 
Others elected include: Vice-president, H. P. Stewart, sale 
manager, export division, Chrysler Motor Corporation; sepa 
tary, E. H. Stein, Postal Telegraph Company; treasure 
George H. Zimmerman, assistant vice-president and manager, 
foreign department, National Bank of Detroit; members, boarg@ 
of directors, H. M. Robins, H. M. Robins Company; J. Ww, 
De Lind, Jr., American Brake Shoe and Foundry Companys 
John W. Kinsey, Micromatic Hone Corporation; J. C. Heraper, 
J. L. Hudson Company; H. C. Neverman, McCord Radiator 
and Manufacturing Company; A. E. Boyea, Judson Sheldon 
Corporation. 


The following appointments have been announced by the 
George F. Alger Co.: H. V. Brown, superintendent of termi- 
nals; Thomas W. O’Neill, assistant traffic manager; Guy Poor- 
man, assistant traffic manager in charge of rates, all at Detroit. 

The Railroad Freight Rate Clerks of Chicago will hold 
a luncheon meeting at the Midland Hotel October 2. Officers 
of the organization are: President, William Godknecht, Elgin, 
Joliet and Eastern; vice-president, Walter J. Sebastian, Illinois 
Central; secretary, C. F. Damon, Pennsylvania Railroad; treas- 
urer, M. Christ, Rock Island Lines. 


£eneral > 
general passenger’ 


I. C. C. ACCIDENT BULLETIN 


The Commission has issued its accident bulletin No, 111, 
prepared by its Bureau of Transport Economics and Statistics, 
summarizing and analyzing accidents in 1942 on U. S. steam 
railways subject to the interstate commerce act. 
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LEND YOUR DOLLARS TO UNCLE SAM 
HE WILL NEVER LET YOU DOWN 


TO SERVE THE NATION IS THE GREAT PRIVILEGE OF THE ST. LOUIS SOUTHWESTERN RAILWAY LINES (COTTON BELT ROU ) 
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Screw Manufacturer Doubles 
Shipping Room Output-per-day with 
STANLEY STEEL STRAPPING 


With Stanley Steel Strapping, Tools, and Accessories 
engineered to the job, the Continental Screw Company 
makes man-hours count double in the shipping room. 


The Stanley “Mechanical Arm” supports the tool, 
allows operator to bring it quickly to clamping position 
with little effort. With this set-up, twice as many boxes 
and cartons now roll off the conveyor line daily, all 
reinforced securely to meet the roughest handling and 
long transit. Although contents vary from 25 to 250 Ibs., 
container bulk and weight can be kept to a minimum, 
saving valuable car and cargo space. 


The Stanley Steel Strapping System includes tools 
and accessories to handle every type of shipping unit. 
Write for details. 





TRADE MARK 
1843 — 1943 


THE STANLEY WORKS 
STEEL STRAPPING DIVISION 


NEW BRITAIN, CONNECTICUT 
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| Motor Carrier Claim Inspection 


F. C. Hefferren of the legal department of the Central 
States Motor Freight Bureau, in a letter to members of the 
bureau, suggests that motor carriers stamp or print on their 
freight bills a statement similar to the following: 

This carrier requests the privilege of inspecting the original con- 
tainer of any merchandise subject to claim for concealed loss or dam. 
age, within fifteen (15) days after date of delivery. 


Use of such a statement on freight bills, he says, wil] prob- 
ably “‘be helpful in expediting and adjusting claims for concealeq 
loss and damage.” The problem has been an annoying one to 
motor carriers and has become more difficult since the war ang 
rationing have increased the number of small shipments. Mog 
difficult are those cases where merchandise is stored in cartons 
and the damage not discovered and reported until so long after 
delivery that agreement among participating motor carriers as 
to the disposition of claim charges is impossible. The letter 
says that there have been a number of attempts to meet the 
difficulty by publishing rules limiting the time for the reporting 
of loss and damage, or by limiting the liability of the carrier 
but that “all of such rules have been properly rejected by the 
Commission because of the specific provisions of the law.” 

There is, however, “no prohibition against the motor carrier 
requesting the support of the shipping public by asking the priy- 
ilege of inspecting the damaged merchandise in the original 
container or of notification of lost merchandise within fifteen 
days after date of delivery,” it says. Accordingly, the bureau 
submitted the proposed wording of such a request, to be printed 
on the freight bill, to the Commission. In submitting it, the 
Commission was not asked to give specific approval, but merely 
whether there would be objection to the printing or stamping 
of such a request on the bill. According to Mr. Hefferren’s 
letter, the Commission’s bureau of motor carriers “has now 
stated that there would be no objection to a motor carrier 
printing language the same as, or similar’ to that submitted 
and quoted above. 

The letter urges motor carriers to print the request on their 
freight bills, not as a substitute for any claim prevention and 
settlement work they may now be doing, but as an addition to 
such a program. Shippers will probably cooperate, the letter 
suggests, because “shippers do not benefit from concealed loss 
or damage, particularly in these times when merchandise is so 
difficult to replace.” Prompt reporting and inspection of con- 
cealed damage, it says, will do much to avoid unnecessary cor- 
respondence and “sometimes bitter controversy,” and will lead 
to “amicable and rapid interline settlements” and just and 
prompt payment of claims to shippers. 





ELKINS ACT PROSECUTIONS 

The Commission has announced that it has received infor- 
mation from the United States Attorney at Philadelphia, Pa., 
to the effect that the Reading Co., on July 7, 1943, entered a 
plea of nolo contendere to an indictment charging it with fail- 
ure strictly to observe certain tariff provisions in connection 
with the partial unloading of shipments at Philadelphia, in 
violation of section 1 of the Elkins act, and that on Sept. 15a 
fine of $1,000 was imposed. 

The Commission has been advised by the office of the 
United States Attorney for the district of northern Ohio at 
Toledo that a plea of guilty entered by the National Lime & 
Stone Co. to an information charging receipt of concessions in 
violation of section 1 of the Elkins act, a fine of $5,000 plus 
costs of $20 was imposed. The concessions .were obtain 
means of the device of describing, in shipping orders presented 
railroads, carload shipments of prepared building mortar @& 
building lime, the Commission said. 


CHICAGO MOTOR TRANSPORT WEEK 

The program for the meeting of the claim prevention set: 
tion of the Central Motor Freight Association, to be held at 
the Morrison Hotel, Chicago, October 6, includes a discussi 
of the aims and purposes of the section by Mandel Korn, s 
tary, Cushman Motor Delivery, Chicago; a talk on the impt 
tance of eliminating delays, loss and damage in the han 
of military freight, by Captain Reed Titus, United States 
sixth zone transportation office, and the presentation of 4 
ments for the establishment of a centralized motor calrrTi 
over, short and damage bureau in Chicago, by F. P. Camp 
traffic manager, Abbott Laboratories, North Chicago, Ill. R. & 
Olson, president, Fred Olson and Son Motor Service, Chicago 
chairman of the section, will preside. 3 

The meeting will be one of a series in connection with 
observance of motor carrier week in the Chicago area. 
week will begin with a luncheon at the Morrison Hotel, Oct 
ber 4, at which the speakers will be Tom Collins, publict 
director, City National Bank and Trust Company, Kansas City) 
Mo., and Harold C. Arnot, director of motor transport, Office 
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d @ Daily, more war shipments are 
t being Signode Strapped as manufac- 
Is turers, keen to deliver the goods, come 
T to appreciate the additional margin of 
: safety that this strapping gives. 

le No matter what your product or your 
g shipping problem may be, Signode 
r, package and carloading engineers stand 
le qualified to give you practical shipping 
s suggestions. Signode representatives 
¢ have already specified, or given con- 
al structive advice, on a great many types 
n of war shipments . 

Wu A nearby Signode representative is 
d ready to help assure safe delivery of 
i. your vital war materials—no matter 
4 what your shipping problem or your 


's product may be. 
Signode Steel Strapping Meets All Federal 
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Ss 2613 ban LSmeetans — Chicago, Ill. 
Brooklyn, N. Y.: 364 Furm: San Francisco, Calif.: 451 Bryant St. 
>| REPRESENTATIVES IN PRINCIPAL CITIES THROUGHOUT UNITED STATES AND CANADA 
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QUANAH, ACME & PACIFIC RAILWAY, Quanah, Texas 


W. L. RICHARDSON, Traffic Manager 


AIR MAIL PASSENGERS AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. P | TS | 


“Cet PUN AMERICAN GRACE AIRWINS 
CHRYSLER BUILDING, NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Buen Aires, Argentina 


SERVING PANAMA . COLOMBIA ° ECUADOR . PERU ° BOLIVIA . CHILE . ARGENTINA . BRAZIL | 
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eoria Ga leway 


THE FREIGHT GRAND CENTRAL 


In New York City, the Grand Cen- 
tral Station is historic as a rail pas- 
senger terminal. 





The Peoria Gateway is just as much a tradition 
as far as freight interchange terminals are con- 
cerned. 


The P. & P. U. Ry. today is doing its part in the 
lion’s share of the burden being shouldered by 
the railroad industry in putting rail transporta- 
tion on unprecedented standards. 


P. & P. U. Ry. is moving freight cars between 
fourteen trunk line railroads, from and to North, 
South, East and West. 


Yes, P. & P. U. Ry. is one of America’s railroads 
—united for Victory. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chieage, Reck Island & Pacifie Ry.; Chicago & North Western 

Ry.; Chieago & Illinois Midland Ry.; Ulinois Terminal Ralliroad Co.; Inland Waterways 

Corp.; Minneapolis & St. Lowis R. R.; Alten Railroad; Atchison, Topeka & Santa Fe Ry.; 

ilineis Central R. R.; Pennsylvania Raliroad; Peoria Terminal R. R.; Chicago, Burlington 

& Qui Rallread; New York, Chie: & St. Louls Rallroad; Cleveland, Cincinnati, 
Ch & St. Louis Ry. (Peoria Eastern); Toledo, Peorla & Western R. R. 





“One of America’s Railroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 
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of Defense Transportation. There will be a sports carni 
the Chicago Arena, the evening of October 5, a meeting of the 
Central Motor Freight Association’s business development sec. 
tion, at the Morrison Hotel, October 7, and a meeting of the 


association’s safety and operations section, at the same hotel 
October 8. , 


val at 


A. T. A. CONFERENCE PROGRAM 


Ray G. Atherton, general manager of the American Truck. 
ing Associations, Inc., has announced that speakers at the or. 
ganization’s national conference Oct. 19 and 20 in Chicago wjj 
include William M. Jeffers, president of the Union Pacific Rajj. 
road and former rubber director, and Director Eastman, of the 
Office of Defense Transportation. 

According to the announcement, Mr. Jeffers is to be a 
speaker at a luncheon Oct. 19, and Mr. Eastman will addres 
the conferees at a luncheon the following day. It was stated that 
John L. Rogers, assistant director of the O. D. T., and R, 4 
Nixon, director of the transportation and public utilities qiyj. 
sion, Office of Price Administration, would take part in discys- 
sion in a meeting of A. T. A. directors the morning of Oct, 20, 

Meetings will be held Oct. 18 by the A. T. A. board of gov- 
ernors, the advisory board of the association’s Regular Com- 
mon Carrier Conference, the Household Goods Carriers Confer. 
ence, the A. T. A. executive committee, officers and directors of 
the A. T. A. safety and operations section, and the A. T. A, 
policy committee. After those meetings there will be a cocktail 
hour and a dinner for presidents and managers of associations 
affiliated with the A. T. A. 





Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


September 27—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 40428 Sub. 3—Cross Transportation, Inc., Bridgeton, N. J., cer- 
tificate to extend operations. 


September 27—Brooklyn, N. Y.—Hotel St. George—Examiner Cremins: 
Finance 14030—Alton R. R. reorganization. 


September 27—Chicago, Ill.—Hotel Sherman—Examiner Hall: 
FF 145—Application of Twin Cities Shippers Assoc. to continue oper- 
ation. 


September 27—Cleveland, Ohio—Hotel Cleveland—Examiner Garofalo: 
MC 104366 Sub. 3—Brown Carryall Co., Cleveland, Ohio, certificate. 
September 27—Greenville, S. C.—U. S. Ct.—Jt. Bd. 131: 
MC 104526—E. R. Brown, Iva, S. C., certificate. 


September 27—Washington, D. C.—Examiners Molster and Eddy: 
Finance 14337—Application of Atlantic & St. Lawrence for authority 
to acquire properties of Can. Nat. between Island Pond, Vt., and 
International Boundary, and properties of New England Elevator 
Co., and joint application of A. & St. L. and Can. Nat. for authority 
to modify existing lease of properties of A. & St. L. 
Finance 14336—Application of A. & St. L. to issue securities. 


September 28—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 
MC 71550 Sub. 4—M. Barron, Washington, N. J., to extend operations. 


September 28—Brooklyn, N. Y.—Hotel St. George—Examiner Cremins: 
Finance 11002—D. & R. G. W. reorganization. 


September 28—Cleveland, Ohio—Fed. Bldg.—Examiner Garofalo: 


MC 70614 Sub. 2—Barnett Trucking Co., Cleveland, Ohio, certificate | 


to extend operations. 


September 28—Greenville, S. C.—U. S. Ct.—Jt. Bd. 177: 

MC 61598 Sub. 17—Smoky Mountain Stages, Inc., Asheville, N. C. 
certificate to extend operations. 

September 28—Washington, D. C.—Examiner Jordan: 

Finance 14300—Application (a) of Little Miami R. R. and Columbus 
& Xenia R. R. for authority to merge latter into former, (b) o 
Little Miami to purchase railroad and property of Dayton and West 
ern and (c) of P. R. R. to acquire control of Little Miami. 

September 28—Washington, D. C.—Examiner Koch: 
* |, & S, 4394—Passenger fares of Hudson & Manhattan. 


September 29—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 42: 
MC 66121 Sub. 2—W. F. Howell Trucking Co., Riverhead, N. Y., ce® 
tificate to extend operations. 


September 29—New Orleans, La.—Jung Hotel—Examiner Walsh: 
28980—River Petroleum Corp. vs. Y. & M. V., et al. 


September 29—Rome, Ga.—Fed. Bldg.—Examiner Lyle: 
Finance 14257—Application of Southern Ry. for abandonment of 
branch line from Rome, Ga., to Gadsden, Ala. 


September 29—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 7. 
MC 103851, Sub. 8—Savage Transportation Co., San Francisco, Calf, 
certificate to extend operations. 
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to readers of 
TRAFFIC WORLD 


This Bound Folder of 
Over 50 Approved 
"World-Wide" Forms 


ALCOA STEAMSHIP COMPANY, INC. 


, serving 
BERMUDA 
VIRGIN ISLANDS 
TRINIDAD 
BRITISH WEST INDIES 
BRITISH and NETHERLANDS 
GUIANA and VENEZUELA Mail the coupon below. No obligation. 
“First with the Latest Forms" 


For particulars apply HORDER’S, INC. 


ALCOA STEAMSHIP COMPANY. INC. | a sane ™ See 


240 Conway Bldg., Chicago Randolph 4730 | jens ees ce ene eS GD GD SD ED GED GENE GED ENED GS OS SS GD ED GD SS GD OS SD eS Se OD Ge 


HORDERS, INC. TW 
NORFOLK, VA.: 621 Citizens Bank Bldg. 231 So. Jefferson St., Chicago 6, Illinois. 


1 
BALTIMORE, MD.: 710 Garrett Bldg. Please send your Bound Folder of sample ‘‘World-Wide”’ j 
NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. Traffic Forms to: 

| 

| 

| 





Horder’s ‘‘World-Wide’’ Traffic Forms—Do- 
mestic and Export—are constantly revised and 
conformed to latest U. S. regulations and con- 
sular requirements. It is the authoritative line 
of forms. Let us send a complete set of bound 
samples for your files. We print special forms 
to your order also. 


MOBILE, ALA.: 500 North Commerce St. PE 5n66.0:00:0945 39-00 ews dbs been hans 4O66ESS 405400604000 IEE 
NEW YORK, N. Y.: 17 Battery Place Address 
MONTREAL, CAN.: 276 St. James St. West 
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ror v4 GALVESTON 
Quick Dispatch 


| F GALVESTON WHARVES 








D Geo. Sealy, Chairman F. W. Parker, General Manager 











c, VéssELs of the MeCormick ficet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 









Situations 
Wanted 


There is one helper that you don’t 
have to worry about being in 1-A. 
He is waiting to have you draft him 


a the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 
our ships return to resume handling your shipments 
with care and dispatch. 


to assist you in many present rate 
situations. 

This “he” is the National Freight Rate 
Service book. For finding rates easily, 
saving time, presenting complete data, 
and for monthly supplements. the 


N.F.R.S. book is the real thing. 
= Less than 53c per week 
Write for copy on approval—no obligation 
STEAMSHIP the py Bee os . 


J meta || NATIONAL FREIGHT RATE SERVICE pomacat 
Publishing Rates Since 1914 























DIVISION OF POPE 
AND TALBOT, INC 
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September 29—Washington, D. C.—Examiner Romero: 
* Finance 14303—Application of N. Y. C. for authority to acquire prop- 
erties and franchises of St. J. S. B. & S. 
September 30—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 59576—Russo Trucking Co., Fairview, N. J. 
September 30—Greensboro, N. C.—U. S. Ct.—Examiner Roberts: 
MC 19936 Sub. 3—R. D. Fowler Motor Lines, Inc., High Point, N. C., 
certificate to extend operations. 
September 30—Lewiston, Ida.—Fed. Bldg.—Examiner Prichard: 
Finance 14254—Application of Nezperce & Idaho for abandonment of 
its entire line extending from Nezperce to Craigmont, Ida. 
September 30—Toledo, Ohio—Hotel Secor—Examiner Garofalo: 
MC 15211 Sub. 1—Sam Davis Co., Toledo, Ohio, certificate to extend 
operations. 
October 1—Atlanta, Ga.—Atlanta Biltmore—Examiner Walsh: 
1. & S. 5199—Tar in southeast. 
October 1—Binghamton, N. Y.—U. S. Ct—Exam. Dunn and Jt. Bd. 42: 
MC 66562 Sub. 513—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 88464 Sub. 7—Pierce Freight Lines, Inc., Penn Yan, N. Y., cer- 
tificate to extend operations. 
October 1—Chicago, !il.—Hotel Sherman—Examiner Hall: 
28999—-Swift & Co. vs. A. G. S. et al. 
* 28999 Sub. 1—Armour & Co. vs. L. & N. et al. 
October 1—Culumbus, Ohio—State Comm.— Examiner Garofalo: 
1. & S. M-2250—Light & Bulky rule—central eastern and New Eng. 
states. 
MC 66845 Sub. 4—Thompson’s Transfer, 
Ohio, certificate to extend operations. 


Classified Aah 
The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 


(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a columa inch.) 
“ ne 26 Me Lied dis i. 


Washington Courthouse, 









MOTOR RATE COURSE, using actual tariffs, classification and 
guides. Prepared through cooperation of C. M. F. A. and other bureaus. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, IIl. 





NEW HEAVY TRUCKS AND TRACTORS 
TANK TRAILERS, VAN TRAILERS 
FLATS, ETC. 

Prompt delivery on PD 321 Certificates 
CONTACT JOHN PITZ, GEN. MGR. 
COLUMBUS TRUCK & EQUIPMENT COMPANY 
566 E. Main St., Cols., Ohio. Tel. Ma. 4569 


EXPERIENCED INDUSTRIAL TRAFFIC executive, not subject to 
draft, desires change from present position. Twenty-four years’ experi- 
ence, rates in all territories. Best references furnished. Desires posi- 
tion with post-war future. Box 162, Traffic World, Chicago address. 


IF YOU WANT AN INTERESTING, PLEASANT, AND WELL- 
paying job with a permanent peace-time future and are ‘interested in 
an ultra-modern method of quickly learning many important phases of 
all modes of transportation, write JOHN K. WHITFIELD, Chamber of 
Commerce Bidg., Birmingham 3, Alabama. 















TANKS from Tank Cars 


Large quantity 


8,000-gallon 
10,000-gallon 
Built for 60-lb. Hydrostatic and 25-lb. Air Tests. 
Cleaned Tested Painted 


SPECIAL NOTICE: What would PORTABLE storage of your liquids save 
you? Ask for our proposition on WHOLE CARS! 


Also TANKS, Commercial. Vertical and Horizontal 
From 2,879 to 12,500 gals. and even much larger! 
IRON & STEEL PRODUCTS, INC. 
38 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL" 





he SOUTHEAST & SOUTHWEST. 
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October 1—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 
MC 13300 Subs. 19 and 20—Carolina Coach Co., Raleigh, N. C. om 
tificate to extend operations. es 
October 1—Washington, D C.—Argument: ¢ 
28789—Minnelusa Oil Corp., et al. vs. Continental Pipe Line Co. et 
October 1—Waterloo, !a.—Federal Bldg.—Jt. Bd. 147: : 
MC 86779 Sub. 6—Illinois Central, Chicago, IIl., certificate to ext 
operations. 
October 2—Binghamton, N. Y.—U. S. Ct.—Examiner Dunn: 
MC 100279 Sub. 1—M. L. Brady, Binghamton, N. Y., permit. 
October 4—Asheville, N. C.—Grove Park Inn—Examiner Walsh: 
28947—American Agricultural Chemical Co., et al. vs. A. C. L., et 
28947 Sub. 1—Armour & Co. vs. A. C. L., et al. is 


October 4—Baton Rouge, La.—Heidelberg Hotel—Examiner Lyle: 
Finance 14281—Application of L. & A. for a certificate permittin 
abandonment of line extending from St. Francisville to Angola 
October 4—Buffalo, N. Y.—Hotel Buffalo—Examiner Dunn: 
MC 20802 Sub. 2—Wheeler Motor Express, Inc., Dunkirk, N. y ce 
tificate to extend operations. = 
— ee Tex.—Baker Hotel—Examiner Borroughs ang Jt 
MC 104558—F. Wolfe, Greenville, Tex., certificate, 
MC 5281 Sub. 1—Velvin Transfer & Storage Co., 
certificate to extend operations. 


October 4—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 105: 4 
MC 28961 Sub. 3—Lebanon Transfer Co., Inc., Lebanon, Ky., certig. 
cate to extend operations. 
October 4—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 208: 
MC-C 378—Commercial Motor Freight, Inc., of Indiana ys. Star 
Transit, Inc. 


October 4—Minneapolis, Minn.—Hotel Nicollet—Examiner Hall: 
1. & S. 5246—Grain inspection at Twin Cities. 

October 4—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 104505—W. L. Hadfield, Neola, Ia., certificate. 
MC 104504—J. Hansen, Moorhead, Ia., certificate. 


Henderson, Tex, & 


Digest of New Complaints 





No. 28978, Sub. 16, St. Louis Local Meat Packers Association, St. Louis 
Mo. vs. Alton et al. ' 
Rates, fresh meats and packing house products, in straight or 

mixed carloads, from St. Louis, Mo., and East St. Louis, Ill, to 
points in Ariz., Calif., Idaho, Mont., Nev., N. M., Ore., Utah and 

Wash., in violation of sections 1 and 3. Asks cease and desist order 
and rates. (A. F. Versen, 4503 S. Kingshighway, St. Louis, Mo.) 
. 28999, Sub. 1, Armour & Co., Chicago, Ill. vs. L. & N. et al. 

Rates, crude sulphur, from Newgulf, Tex., to Navassa, N. C., in 
violation of sections 1 and 6. Asks cease and desist order and repat 
ation. (Paul E. Blanchard, Armour Bldg., 4301 S. Racine Ave, 
Chicago, Ill.) 

. 29020, National Bedding Co., Miami, Fla. vs. A. C. L. et al. 
Unreasonable rates and charges, cotton bags, shipped betwee 

Dec. 3, 1942, and March 27, i943, from Little River and Miami, 
Fla., to Brooklyn, N. Y. Asks cease and desist order, rates, 1 
paration, and waiver of collection of undercharges. (R. H. Hart 
son, 504 Ingraham Bldg., P. O. Box 2468, Miami 15, Fla.) 
oo Bernhard Stern & Sons, Inc., Milwaukee, Wis. vs. C. &™ 

- et al. 

Rates, wheat, shipped between Jan. 1, 1923, and Jan. 1, 19%) 
from points in Ark., Colo., Ill., Ia., Kans., Mo., Minn., Mont., Neb, 
N. D., Okla., S. D. to Milwaukee, Wis, milled in transit at MF 
waukee, and reshipped as flour, bran, shorts, reddog and middlin 
to points in Ill., Ind., Ky., Md., Mass., Mich., Miss., N. H., Vos 
W. Va. and Wis. in violation of sections 1, 2, 3, 4 and 6. 
reparation. (F. Gordon Willis, 1214 Willow Ave., Independent, 
Mo.) 

29022, Midland Flour Milling Co., 
A. FT. BerS. #:. et al. 

Rates, grain and grain. products from Jan. 15, 1923, to the pre 
ent, originating at points in Ariz., Ark., Colo., Ia., Idaho, Kans. 
Minn., Mo., Mont., Neb., N. M., N. D., Okla., S. D., Texas, <Utal 
and Wyoming, milled and/or stored in transit at Missouri Rive 
crossings from Omaha, Neb., to Kansas City, Mo., and at Neosho, 
Mo., and Pleasanton, Kans., and shipped from said transit points 
to points in Ark., Ariz., Calif., Colo., Ia., Kans., La., Minn., Mo. 
Neb., N. M., Okla., Tex., Wis. and points east of the Mississip? 
River, in violation of section 6. Ask reparation. (F. Gordon Willis 
1214 Willow Ave., Independence, Mo.) 


No, Kansas City, Mo., et al. 
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